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British Transport Commission Parliamentary Powers 
HE British Transport Commission has published notice of 
a Bill which it is promoting during the 1949-50 Session of 
Parliament for a wide range of additional powers. In most 
cases the powers sought are in connection with works already 
in hand, or projected, or for similar matters, but in one case 
a question of principle is involved. The Commission seeks 
power to manufacture and sell to the Ulster Transport 
\uthority spare parts and accessories for locomotives and 
rolling stock which have been transferred by the Commis- 
sion to the Authority. The reason that the new powers are 
necessary is that under the Transport Act, 1947, the Commis- 
sion is not empowered to construct or manufacture anything 
which is not required for use for the purposes of its own 
undertaking. Before the Northern Counties Committee Rail- 
way was taken over by the Ulster Transport Authority. the 
London Midland & Scottish Railway, as a proprietor of the 
N.C.C.. provided it with locomotives and rolling stock. Now 
that the N.C.C. has passed outside the ownership and control 
of British Railways powers have to be obtained so 
that parts and may be provided without 
violating the provisions of the Act. 


special 
spure accessories 


* * * * 


Comments on T.U.C. Wages Policy 

aration by the T.U.C. of its policy 
a good deal of discussion showing only too 
ack of unity in trade union circles. Mr, Arthur 
General Secretary. T. & G.W.U., dealing with this 
a recent issue of the union journal, defends the 


The recent decl Wages 


has given rise to 
clearly the 


Deakin, 


subject in 


new policy as being an essential part of the programme for 
economic recovery, pointing out that it does not necessarily 
stabilise wages. being mainly related to present output. After 

consideration of all the relevant facts, the T.U.C. deter- 
mined that it was impracticable to fix a minimum wage, 
because the margin existing between such a wage and the 
differential applying to scale workers was very limited. Mr. 


J. B. Figgins, General Secretary, N.U.R., gives in The Railway 
Review of December 2 his reasons for disapproving of the 
policy. declaring that it is no solution to our economic prob- 
lems, and that the new policy is the exact opposite of that 
agreed at Bridlington earlier this year Mr. Figgins com- 


urges that even in the case of lower- 
had for the general economic 
should be given only 


plains that the T.U.¢ 
paid workers 


problem. and that 


regard must be 


even here, increases 


n “certain cases” which are not defined. 


* 7 * 


Engineering Unions Wage Discussion 


Last weck the General Council of the T.U.C. approved the 
proposal of its economic committee that in the matter of 
wage claims “rigorous restraint should be exercised for the 
time being. Nevertheless, the Confederation of Shipbuilding 


& Engineering Unions still seeks to justify its demand for a 
wage increase of £1 a week. involving 2,750,000 employees. 
This attitude is to be deplored for two reasons, first, because 
to influence other sections of industry 
bound to undermine still further 

Also. while unions in the 


is more than likely 


nd. second because it 1s 


1 authority of the T.U.¢ some 


Confederation have shown a sense of responsibility in oppos- 
ing this action. a special delegate conference of the A.E.L 
held on November 30 passed a resolution endorsing it. Their 


arguments are based on the contention that, because produc- 
tion in the induStry has shown an increase, such claims do not 
conflict r.U.C that the amount 
would come out of profits without increasing the 
products Arguments of kind might apply equally to 
are now considering the claim 


with policy, and needed 
price of 
this 
The employers 


other industries 


* * * 


Overseas Railways Reviewed 


Last year The Railway Gazette resumed publication of the 
special overseas reviews which were a feature of the pre-wat 
years. The current edition of the book, ~ Overseas Railways, 


1949.°* is larger than its predecessor and includes 31 illustrated 
articles on railways in the five continents. The text and maps, 
many specially drawn, embody the latest available information. 

* Tothill 


* Overseas Railways, 1949."" The Street 


London, S.W.1 11! in 8} in 


Railway Gazette, 33, 


Illustrated. Price 5s 
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Perhaps the chief point which emerges is the way in which 
large development programmes are being pushed ahead, 
despite the ever-increasing costs of labour and materials. In 
some instances, extension and modernisation are necessary to 
keep abreast of competition from road and air; in others. 
especially the Colonies. they are needed to cope with the great 
expansion of the territories served during and since the war. 
This means that a steady flow of materials from Britain will 
be required for years. Many of the articles have been 
written by chief officers of the railways concerned and the 
remainder compiled from official data supplied by them. 
Hitherto, these special numbers have been confined to coun- 
tries in the Commonwealth, those with British-owned rail- 
ways. or where British influence has been strong, but in the 
new edition three Continental and one United States railways 
have been included. 


* . * * 
Railway Extensions in British Columbia 
The proposed extension of the Pacific Great Eastern Rail 
way in British Columbia from Quesnel, its present northern 


terminus, to Prince George on the Prince Rupert line 
of the Canadian National Railways, was mentioned in ou 
issue of August 26, In this connection contracts have now 


l 


been let by the British Columbia Government, which owns ihe 
line, to British firms for 16.456 tons of 85-lb. rails. 671 


of angle bars. and 1,609 tons of soleplates at a total cost of 


tons 


$1,822.452. Enquiries were made in this country in July, 
before devaluation, The present line, begun in 1912. is 347 
miles long and traverses a region of scenic grandeur: ihe 
extension will add 50 miles of track. The provincial 


authorities plan to build a highway fo: 
wards from Squamish to North Vancouver. although «4 
southern extension of the Pacific Great Eastern Railway. 
with large new harbour development by the Canadian Nationa 
Railways at North Vanccuver, is also 
consideration in Ottawa. If this project, as well as the northern 
extension, should be carried out, the Pacific Great FEasiern 
will at last fulfil the ambitions of its promoters. We 
describe the system in detail in a future issue. 


buses and lorries sout! 


reported to be unde! 


hope Ww 


* . a * 

Overseas Railway Traffics 
Canadian Pacific Railway net earnings for October, which 
amounted to £1,500,000, showed a £761,000 improvement over 
the September result, but were £390,000 below the total for 
the equivalent period of 1948. During October, a £400.000 
decline in C.P.R. gross earnings at £11,084.000, accompanied 
a £10,000 decrease in working expenses at £9,584,000, though 
on the aggregate working expenses are still £3,643.000 above 
those for last year. C.P.R. net earnings for the current 43 
weeks are £506,000 higher. at £4.335,000. Despite a £324,000 
fall in Canadian National Railways operating expenses during 
October, net revenue was £190,000 lower at £1.688.000 
Operating revenues were £15,116,000. as compared with 
£15.630.000 last year, but in the aggregate are £3,152,000 
higher, with a total of £136,964,000 There £497 
decline to £217,578 in Gold Coast traffics for October; for the 
current 32 weeks, however. receipts have 


£213,529, to £1,625,728. 


Was al 
increased by 


American Level-Crossing Accident Statistics 
During the first half of this year 96 per cent. of the 
motor drivers and pedestrians involved in serious level-crossing 
accidents on the Baltimore & Ohio Railroad were thoroughly 
familiar with the crossings concerned; 25 per cent. of the road- 
vehicle drivers ran into the sides of passing or stationary trains: 
67 per cent. of the accidents happened to motorcars and 25 pet 
cent. to lorries or vans; pedestrians were involved in only 6 pe! 
cent. Most of these accidents were due to failure to observe 
warning signs and signals. An interesting feature was that 
two-thirds of the trains concerned were either stationary 01 
travelling at under 25 m.p.h. In 10 per cent. of the accidents. 
motor drivers, who had ventured on to the tracks in front of 
oncoming trains, lost their nerve and stalled their cars, or else 
the cars failed mechanically. 


road 


The percentages of passenger. 
and freight trains and of shunting or light engine movements 
involved were 40, 40, and 20. respectively. 
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Continuity in Traffic Control Development 
Completion of the reorganised traffic control scheme be:u 
by the former L.M.S.R. has occurred 40 years after the firs 
British undertaking of this kind was initiated on the Midian 
Railway, for it was at the beginning of 1909 that control o° a} 
goods and mineral trains between Cudworth and Toton ‘was 
begun by the late Sir (then Mr.) Cecil Paget, General Super- 
intendent of the railway. Methods of recording and displayin 
train movements then adopted, and the type of information 
passed to the controllers. were very similar to the practice 
in the modernised L.M.R. control rooms today. The present 
Divisional Control Room at Crewe, which is described in 
other pages this week, acts for the whole Western Division on 
much the same lines as Derby followed in receiving and 
ging train reports from the Midland districts so as to be 1 
position to give overall guidance when necessary. Eventi é 
the whole Midland system was divided into 26 contro] dis 
tricts, which may be compared with the 21 now embracing the 
former L.M.S.R. lines in England and Wales, The extended 
areas for which individual offices are now responsible r t 
the improvements in communications technique which 
taken place since the Midland plan was launched 40 years 
as represented by the widespread control telephone network 
built up as an essential feature of the control reorganis 
iow completed under L.M.R. auspices. 


cas 
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* * * * 
A Direct Conflict of Evidence 
Brigadier C. A. Langley’s 
occurred on March 2, 1949, at a public level crossing just 
of Hensall. on the London Midland Region Wakefield { 
Goole line. summarised in this issue, reveals a direct cont! 


report on the accident w 


evidence, the signalman declaring that he sent the app 
priate bell code, the gatekeeper as stoutly asserting tha 


was never received. On the whole, Brigadier Langley inclines 
the view that the mistake was made by the gatekeeper. It 
was not difficult to make the slip, and it is recommended 
ntroduce a more distinctive code, not so liable to misinterpre 
tation as the original. The crossing is a very busy one and 
the duties have become so heavy that another gatekeeper has 
now been appointed. This is another where muct 
wanted improvements, designed to get rid of a tiresome cross- 


case 


ng, a nuisance to rail and road alike, would have been 
carried out but for the war. Meanwhile, certain tempo 
palliatives have been undertaken to reduce risks and inte 
locked signalling is likely to be installed. 

* * * /* 


Track Sweeping 

For many years the Pennsylvania Railroad has considered 
iecessary the provision of an elaborate and specially-designed 
work train for sweeping certain clear of cinders 
spillings from coal and other wagons, and locomotive sand 
ittering the track. The first train was steam-worked, but 
much more effective diesel-electric unit has 
at work; it is described elsewhere in this issue, It makes 

clean sweep down to just below the tops of the sleepers, 
and all the sweepings in a rake of hopper wagons 
entirely by mechanical means. electrically operated. rhe 
sweeper train has its own mobile power house, a power car, 
equipped with a diesel-electric plant for supplying current to 
the several motors driving the sweeper and various kinds of 
conveyor units for disposing of the sweepings. So far as we 
ire aware nothing of this kind has been contemplated on 
British railways, where, presumably, the considerable initial 
expense and recurring costs are not justified. 


sections 


recent 


been 


years a 


absorbs 


* * * * 


Vulcan Locomotives for India and Burma 

Recently the Vulcan Foundry Limited, Newton-le-Willows. 
has completed an order for 44 ** YD” class locomotives for India 
and Burma railways, and the locomotives are to be distributed 
as follows: ten to the Mysore State Railway, 14 to the Nizam’s 
State Railway, and 20 to the Burma State Railways. The loco- 
motives, further details of which are given elsewhere in this 
issue, conform mainly to the design of similar locomotives of 
this class previously supplied, except for a number of mino! 
modifications. The cylinders have been provided with remov- 
able cast-iron bushes; the boilers have the Belpaire type of fire- 


itia 


lows. 
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box, with an inner firebox of steel and three arch tubes carrying 
the firebrick arch. Timken T.S.B. type roller bearing axleboxes 
on the hind truck replace the Cartazzi type; the tender is of all- 
welded construction and is fitted with Timken roller bearing 
axleboxes. The 20 locomotives which have been allocated to 
Burma will assist materially in the rehabilitation of the rail- 
way. The locomotives are being shipped fully erected. 


* * * * 


The Debate on Transport 


HE debate in the House of Commons on December | on 
the first report of the British Transport Commission did 
not live up to the expectations which had been aroused. The 
time available for the discussion was foreshortened by other 
matters, which also achieved greater prominence in most 
of the daily press. In the event. relatively little that was new 
came out of the debate. Among the few points which were 
made known for the first time was the desire of the Minister 
of Transport that the vacancy on the British Transport Com- 
mission caused by the death of Lord Ashfield should be filled 
by someone with road transport knowledge and experience. 

The Minister also gave some details of the consultative 
machinery which the Railway Executive is setting up with the 
trade unions. Under this, the Railway Executive has under 
taken to give prior indication to the staff of its contemplated 
lines of action; to arrange for discussion of these proposals 
with staff representatives at the appropriate level: to give 
careful consideration to representations of the staff in regard 
to such proposals: and to notify the staff of the decision 
reached by the management, with explanations in any instance 
where it is not practicable or desirable to give effect to the 
representations of the staff. These agreements have been 
made with the unions after long discussions, which were not 
helped when. in July. 1948, the annual general meeting of 
the National Union of Railwaymen carried a resolution 
demanding equal rights of decision with the management. 
Fortunately, however, the outstanding differences have been 
adjusted. 

Naturally enough, the general consideration of the British 
Transport Commission’s report was overshadowed by the 
announcement made a few days before by the Minister of 
the intention to remit a proposal by the Commission for an 
increase in freight charges of 163 ver cent. to a Consultative 
Committee. consisting of the permanent members of the 
Transport Tribunal Charges, therefore, figured largely in 
the debate. The Minister pointed out that the proposed 
increase was in no way related to the principles on which 
the charges schemes now under consideration would be based. 
He added that the Commission had told him that it was 
intended to make available shortly to all trading bodies an 
outline ¢n which it was proposed to found the actual scheme 
of charges. The principles would include conditions of car- 
riage, methods of measuring distances and other matters, 
which ought to be settled before the actual classification of 
goods or rates of charges were elaborated. Later in the 
debate Mr. James Callaghan, the Parliamentary Secretary to 
the Ministry of Transport, said that it was hoped to do this 
before Christmas. It by no means follows that the charges 
schemes themselves are imminent The Minister, in paying 
Well-merited tribute to the work which is being done by Si 
William Wood in this connection, stressed the intricacy and 
difficulty of the task involved. 

The Minister emphatically turned down irresponsible sug- 
gestions that the railways should be subsidised as a way out of 
their present difficulties. He said he felt it would be unwise, 
within two years, to go back on the main responsibility which 
Parliament had placed on the Transport Commission, when 
it was created. to make its undertakings pay. Nor did he 
consider that the House of Commons should influence the 
industry to assume that its problems could be transferred to 
the taxpayer. He might also have added that with the 
granting of a subsidy any incentive to increased efficiency 
would be nullified, and that experience in other industries gave 
little encouragement towards the adoption of this line of 
approach as a solution to any problem. 

Mr. Barnes pointed out that the deterioration in the financial 
position of the railways in 1949, was due in the main to 
mounting costs. He expressed the view that it was not due to 
inefficient management, and said that almost any test that 
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could be applied to the Railway Executive in particular 
proved that up to the hilt. It is all the more regrettable, 
therefore, that the Railway Executive will not have an oppor- 
tunity. as did the old main-line railway companies in the past, 
of receiving a certificate of efficiency from the successor to 
the Railway Rates Tribunal. In our view, the present pro- 
visions under which charges are to be increased are unfor- 
tunate. 

In effect. Section 82 of the Transport Act enables the 
Minister by regulation to authorise the Commission to in- 
crease its charges, provided that before making any such 
regulation he shall “consult with, and consider the advice of, 
the permanent members of the Transport Tribunal, acting as 
a consultative committee.” Before the war, the railway com- 
panies, if they wished to vary their charges, had to prove their 
case before the Railway Rates Tribunal. Evidence was given, 
both by the railways and by trading interests. and the decision 
rested with the Tribunal. It is by no means clear that in the 
present instance evidence will be given in public, either for or 
against the proposed increase, either by the railways or by 
the traders. Indeed, it seems that there is no obligation on 
the Consultative Committee to hear the views of traders, for 
Mr. Barnes has said that the Committee “ will no doubt think 
it desirable to consult with such representative bodies of 
traders as it thinks fit, and take their views into consideration.” 
Unless it holds a fairly exhaustive enquiry—and it seems to 
be under no specific obligation to do so—the advisory com- 
mittee can hardly issue a certificate of efficiency. which would 
have some value as an independent body’s assessment of the 
position. 

Moreover, there is no indication as to whether the Con- 
sultative Committee would be within its rights to advise a 
greater or lesser increase than that passed to it for considera- 
tion. If it interprets its remit as merely to satisfy itself that, 
in existing circumstances. an increase in charges is required 
to augment the revenue of the Commission, it must neces- 
sarily endorse the application. In that event it would tend 
to create a principle that any deficit on the operations of the 
Commission could. or should, be made good by an increase in 
charges. The adoption of a principle of this kind would be 
hardly less undesirable than that of a subsidy, for it would 
tend to remove any incentive to greater efficiency which a loss 
n net revenue should provide. Presumably the Consultative 
Committee would be free to tender advice to the Minister as to 
the amount of the variation in charges it considered desirable. 
On the other hand, the Minister would be equally at liberty to 
disregard that advice if he saw fit. 

For the Opposition, Sir David Maxwell Fyfe argued that 
there was a case for regional responsibility and decentralisa- 
tion of the railways. In this way, local power, responsibility. 
and attention would be achieved when dealing with local 
problems. He claimed that transport administration was top 
heavy, and that power and responsibility should be given to 
regional officers to manage the jobs in their areas. If that 
were done, all that would be necessary, he thought. would be 
for them to meet in a committee to co-ordinate their work. 
[here is, undoubtedly. a good case for giving the Regions 
greater autonomy and the Chief Regional Officers more 
authority. 

There was some comment during the debate on the number 
of Executives and the staffs employed by them. One of the 
weaknesses of the Transport Act was its insistence on the 
setting up of separate Executives. A measure the purpose 
of which was integration, commenced operations by disin- 
tegrating a number of functions which in the past had been 
carried out admirably by the railways. There is no clear 
evidence as yet that it would not have been better to have 
taken the railways as a nucleus, and to have brought within 
the organisation already in being other forms of transport 
which have been, or are being, taken over. In particular, 
it is difficult to justify a separate organisation for Docks & 
Inland Waterways, and it can hardly be an advantage, either 
to the railways or to the travelling public for railway cater- 
ing arrangements to be in the hands of a separate Executive. 
A better case can be made for divorcing hotels from the 
railway organisation because they are less intimate and more 
scattered appendages to transport. Presumably at some time, 
if integration ever proceeds so far, the various Executives 
will have to be replaced by some common body which will 
deal with all transport as a whole. Integration of transport 
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throughout the country is not being helped by the varying 
boundaries of the Regions, Divisions, etc., which the several 
Executives have established, and which in no case coincide. 


* * + * 


Commercial Train Services—London and 
South Wales and Bristol 


E propose from time to time to compare the principal 

commercial train services of the present winter with those 
of 1939, referring briefly to the growth of the pre-war services 
and pointing out what appear to be the shortcomings of the 
present timetables—not so much in the matter of speed, where 
much of the worsening has been unavoidable, as in conveni- 
ence of starting-times, overcrowding, and general suitability for 
the requirements of business men. Pre-war facilities, on the 
whole. have been restored to a satisfactory extent, but there are 
still points (as shown in recent letters to the Press) where im- 
provement is desirable if British Railways, in the coming year, 
are to fulfil the hopes of the Chairman of the Railway Executive, 
expressed in his first New Year message to the staff. We are 
not proposing to deal with long-distance services, such as those 
between London and Neweastle and Glasgow, but only with 
journeys of under 200 miles, where a double trip can, and used 
to, be made in the day without the help of high-speed trains, 
and “Saturdays only” services, and summer duplications, are 
not included in the timetables accompanying the 
articles. 

Express services between London and South Wales really 
date from the opening in 1888 of the Severn Tunnel, which re- 
duced the distance between Paddington and Newport from 1583 
miles via Gloucester to 144 via Bath and Bristol Stapleton 
Road. In July, 1891, only two through trains from London, 
at 9.45 a.m. and 3.10 p.m., used the Severn Tunnel route and, 
in spite of the 10 min. stop at Swindon (which was obligatory 
till October, 1895) reached Cardiff in 4 hr. 7 min, and 3 hr 
48 min.: the best train still running via Gloucester, at 5.45 p.m. 
from Paddington, took 4 hr. 20 min., and there was only one 
up express, viathe Severn Tunnel and Bath, at 2.8 p.m. from 
Cardiff. The morning up service used by business men was 
an 8.10 a.m. departure from Cardiff, giving a London arrival 
at 12.25 p.m. via Bristol Temple Meads, though a 6 a.m. de- 
parture from Cardiff (a New Milford boat train) reached Pad- 
dington at 10.40 via Gloucester. 

In 1902, the year before the opening of the Badminton line, 
which was to reduce the distance to South Wales by anothe1 
104 miles, the principal services left Paddington at 10.45 a.m. 
and 3.35 p.m., both non-stop to Bath, and 3 hr. 19 min. was 
the best advertised time to Cardiff. The “South of Ireland 
Boat Express,” at 4.30 p.m. from London to New Milford, was 
taking 3 hr. 35 min. to Cardiff, not calling at Newport, and the 
dining-car train to Cardiff at 6.10 p.m. still used the old route 
via Gloucester and was due at 10.19. Cardiff could be reached 
from London at 12.35 p.m., by the 7.25 a.m. from Paddington 
via Temple Meads, and the two up expresses, at 9.58 a.m. and 
3.3 p.m. from Cardiff, were due in London at 1.15 and 6.40 p.m., 
with an evening up connection at 5.25 p.m. from Cardiff, giving 
a Paddington arrival at 10.10 on the 3.50 p.m. Plymouth train 
from Bristol. 

The use of the Badminton line scon had its effect on these 

In 1904, direct down trains left Paddington at 8.50 
a.m. and 11.20 a.m., 3.35 p.m. and 0.10 p.m., the schedule to 
Cardiff varying from 2 hr. 55 min. to 3 hr. 23 min.. and the 
4.30 p.m. boat train, still running via Bath and passing New- 
port, was due in Cardiff at 8.5 p.m. Up services via Badminton 
left Cardiff at 6.48 a.m. and 10 a.m., 
5 p.m., the best time advertised being 2 hr. 55 min. on the 
1.25 p.m., so that business men could have 4} hr. in Cardiff and 
fully 5 hr. in London without leaving home unreasonably early. 
All these trains were light, generally seven or eight vehicles, and 
commercial traffic between London and South Wales was still 
in its infancy. 

Reference to the page 669 shows that the 
present Western Region service to Cardiff and Swansea already 
corresponds closely with the 1939 arrangements, save that Irish 
traffic for Fishguard (which, in 1906, was given day and night 
services at 8.45 from Paddington, both reaching Cardiff in 2 hr. 
50 min.) now leaves London at 6.55 p.m., and the 7.55 p.m. 


abridged 


services. 


25 p.m., 3.5 p.m., and 


timetables on 
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of 1939 does not run. This is probably not a serious loss for 
South Wales commercial men, though the 7.55 p.m. gave 
* slip ” service to Bristol and Taunton (for which places 6.30 p.m 
is now the latest departure) as well as a Chepstow connection 
by “conditional” stop at Severn Tunnel Junction. The last 
advertised service to Chepstow is now at 4.55 p.m. from Pad 
dington, via Gloucester, though the journey can be made yi 
Newport on the 6.55. The time on journey, between Londo: 
and Cardiff, by the six expresses operating today, average 
22 min. more than in 1939, but the trains are all very heavy 
and South Wales traffic has grown in importance during anc 
since the war. Between Cardiff and Swansea, today’s time 
(even after some acceleration from May 23 last) show a furthe 
average increase of 15 min., but this is due partly to the added 
mportance of places like Bridgend and Port Talbot, and t 
engineering slacks. The few non-stops between Cardiff an 
Swansea now take from 67 to 71 min. for the 46 miles run 
instead of around 60 min. in 1939, and the 5.30 p.m. fron 
Swansea to Paddington, once due in Cardiff at 6.28 p.m., now 
leaves at 4.40 and takes 70 min. with a stop at Port Talbot. 
The terrific pull, for heavy trains, out of the Severn Tunnel! 
and the time-allowance for possible stops at Severn Tunnel 
Junction and Badminton for bank engine assistance, are adequak 
reasons for the average extra 17 min. on the up journey fro: 
Cardiff to London, but the earliest arrival at Paddington fror 
South Wales at 11 a.m. is rather too late (the boat train, whict 
enter Swansea and leaves Cardiff at 7.10 a.m., is 
less dependable train for business men, and gets to Paddington 
at 10.35), and the 50 min. earlier departure from Swansea ot 
the 1939 5.30 p.m. is a serious drawback, as it cuts the time 
ivailable in Swansea for passengers by the 8.55 a.m. fron 
London from 43 3 hours. At 4.40 p.m. this train 


does not 


to about 3 
loses only 10 min, on its 1939 schedule from Swansea to London 
but it has retained its 3 hr. 5 min. timing from Cardiff to Pad 
dington only at the cost of cutting out very useful stops 
Swindon and Reading. There is now no good return service 
from South Wales to Reading after the 2.50 p.m. from Swansea 
Improvement of the London and South Wales service obv 
ously means more trains, just as acceleration requires shorte! 
ones, for there are already rather frequent duplications of, and 
some overcrowding in, the existing expresses. The objectio: 
to More trains is, of course, the extra occupation of the Severn 
funnel and the loss of freight paths through it, and it 


well be 


may 
a better operating scheme to face duplication of the 
present services rather than split the intervals between depat 
tures from Paddington by regular new trains. Some improve 
ment, however, is certainly needed in the morning from London, 
as a noon arrival at Cardiff, and 1.30 p.m. at Swansea, is very 
late for business men, and a 7.55 a.m. departure from Padding- 
ton (with a pick-up stop in the outer suburban area) would seem 
likely to be a more valuable improvement than restoration of 
9.55 a.m. service. The running of the 9.55 a.m., which was 
i Summer service of 1927 and was restored in the 1949 summet 
to break the gap between 8.55 a.m. and 11.55 a.m. from Pad- 
dington, was of littke commercial value, and did not even re- 
nove the necessity for duplicating the 8.55 a.m. Considera- 
tion should also be given to the very poor morning service 
from London to the Gloucester area—the 7.30 a.m. and 
9.15 a.m. from Paddington take 3 hr. 13 min. and 3 hr. 9 min 
for the 114 miles journey to Gloucester—and a South Wales 
departure at 9.55 a.m. via Gloucester might prove a very use- 
ful innovation, as, in spite of the extra journey time required 
over the longer Gloucester route, arrivals in South Wales would 
still be considerably ahead of the 11.55 a.m. from London. With 
the remainder of the service. no complaint can reasonably be 
found, and restaurant-car facilities have now been increased. 
[he time on journey between London and Bristol. which had 
come down to 24 hr. by the non-stop “ Cornishman ” (10.35 a.m 
down and 4.45 p.m. up) at the turn of the century, and was 
2 hr. 12 min. in the down direction by the summer of 1902. 
was reduced to 2 hr. in the next year. The first 2 hr. train. over 
the Badminton line, was the 12 noon up from Bristol in August. 
1903, and the down * Cornishman,” at 10.50 a.m.. made the 
first down 2 hr. run over the old route via Bath in the following 
October. Bristol business men, coming up to London for the 
day, had a 2} hr. train at 7.45, in which the Great Western = 
Was just commencing to serve meals to all classes of Passengers 
(the restaurant cars had hitherto been first class only). with 
down trains at 4.30 p.m., 5.15 p.m., and 6.30 p.m., and in the 
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ypposite direction the 7.30 a.m. and 9.5 a.m. from Paddington, 
with Bristol arrivals at 10.13 a.m. and 11.57 a.m., were balanced 
yy evening up expresses from Temple Meads at 4.45 p.m. and 
5.52 p.m. 

Until the introduction, on September 9, 1935, of the 1} hr. 
‘ Bristolian,” at 10 a.m. from London and 4.30 p.m. from Bristol, 
the London and Bristol time stood at 2 hr., but the schedule 
included a stop, instead of a slip, at Bath on the down run. The 
only up 2 hr. trains still ran via Badminton, and were non-stop, 
though the 5.15 p.m. from Bristol, besides having to run through 
the platform loop to “slip” at Reading, had occasionally a 
special pick-up stop at Badminton, but still contrived to reach 
London in the booked two hours. 

If we examine the 1939 and present London and Bristol 
services, Shown on this page, and omit the high speed “ Bristo- 
lian” from our comparison, we are faced with the curious fact 
that over a very easy road, where fairly high speeds are already 
permissible, there is an average worsening of 15 min. down 
and of 23 min. up in the 7 down and 8 up services of 1949 
over those of 1939. We have not included in these figures the 
Stoke Gifford “slip” service to Bristol, given in 1939 by the 
7.55 p.m. from Paddington, to which no parallel exists today, 
and we have taken the 9.5 a.m. from Paddington via Bath as 
corresponding to the 8.55 a.m. “slip” service of 1939, which 
favour’s today’s figures by 6 minutes. This certainly indicates 
that some acceleration, especially of the evening up trains, is 
reasonable and necessary. Little can be said in criticism of the 
present down service, though if a new 7.55 a.m. were to run 
from London to South Wales, it should give a connection to 
Bristol from Stoke Gifford, as the 11.23 a.m. arrival of the 
9.5 a.m. is rather late, and an improvement is wanted in the 
4.15 p.m. from Paddington, but the afternoon and evening up 
trains are not satisfactory. Apart from the long gap between 
the 12 noon and 3 p.m. semi-fasts from Temple Meads, the 
5.25 p.m. has to replace the 5.15 2 hr. train of 1939, and should 
be quickened as a balancing improvement to that of the 4.15 p.m. 
down, as another up semi-fast leaves Bristol at 6.20 p.m., and 
the 4.15 p.m. up (the balance of the 9.5 a.m. from Paddington, 
and the corresponding train to the 4.30 “ Bristolian ” in 1939) is 
a little early for the last express departure. At other hours, 
since the restoration in October, 1948, of the 11.15 a.m. and 
1.15 p.m. from Paddington, and the running last May of an up 
21 hr. train at 11.45 a.m. via Badminton, the service is satis- 
factory, and restaurant facilities are adequate, but more trains 
between London and Bristol do not present the same operat- 
ing difficulties as those which stand in the way of increasing 
South Wales services, and the importance of the London and 
Bristol traffic, and the heavy loading of the present trains, 
would appear to justify some improvement. 


PADDINGTON AND SOUTH WALES 
1939 


a.m. a.m. p.m. p.m. -m. p.m. p.m 
Paddington .dep. 855 II 55 | 55 3 55 5 55 6 55 7 55 
Cardiff os ov. =F 2 36 4 53 6 36 8 57 932 10 47 
Swansea « Orr. 12 52 3 52 6 10 7 52 10 12 10 44 iI 55 
1949-1950 
a.m. a.m. p.m. p.m. p.m. p.m. 
Paddington ... dep. 8 55 11 55 155 3 55 5 55 655 
Cardiff ice ee 12 0 3 0 5 20 6 55 915 10 0 
Swansea xo SP 129 4 38 6 56 8 20 10 45 145 
1939 
a.m. a.m a.m. a.m p.m p.m p.m. 
Swansea dep. 5 37 6 45 8 55 1! O 40 5 30 
Cardiff .. dep. 645 8 0 1015 1210 3 15 5 20 6 35 
Paddington ... arr. 9 45 10 45  § 3 10 10 8 20 9 40 
1949-1950 
a.m. a.m. a.m. a.m. p.m. p.m. p.m. 
Swansea -.. dep. - 6 25 850 10 50 1 30 2 50 4 40 
Cardiff .. dep. 7 10 8 0 1015 1224 a § 425 555 
Paddington arr. 1035 Jt O 125 3 40 6 10 8 0 9 0 
PADDINGTON AND BRISTOL 
1939 
am. am. am. a.m. p.m. p.m. p.m. p.m. p.m. 
Paddington dep. 730 855 10 O I! 15 #15 415 5 5 630 755 
Bristol on ae. W F TEES 00 115 3 15 39 7 5 8 49 10 17 
1949.1950 
Paddington dep. 7 30 A 1115 115 415 5 5 630 
Bristol ... arr. 10 21 It 23 - i'm sa FSs 7B 0 
1939 
am. am. am. p.m. p.m. p.m. p.m. p.m 
Bristol ... dep. 750 9 0 1145 145 315 430 515 610 7 35 
Paddington arr. 10 0 I! 5 145 4 5 535 615 15 8 45 10 25 
1949-1950 
am. am. a.m. p.m. p.m. p.m. p.m. p.m. 
Bristol ... dep. 745 9 O II 45 _- 3 0 415 525 620 7 35 
Paddington arr. 10 10 1120 2 0 - 550 640 815 930 1050 
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Indian Railway Operating Improvements 


HE Indian railways are emerging rapidly from the state of 
acute difficulty following Partition in 1947 and the sub- 
sequent chaos it occasioned. The latest news received directly 
from the Ministry of Railways (Railway Board) indicates an 
ever-increasing improvement in many directions, notably im 
operating efficiency. As a result, goods traffic is moving much 
more freely, and the wartime priority control is being relaxed 
or suspended. More passenger trains are being run and punc- 
tuality is improving. It is evident that a general drive is 
succeeding in making better use of available transport by 
reducing uneconomic hauls and wasteful cross-inovements. 
Meanwhile, delivery of modern locomotives and rolling stock 
is easing the haulage situation, and there is no doubt that all 
these and other favourable factors are combining to reduce the 
gap between the demand and supply of rail transport. 

For instance, the movement of goods on most of the broad 
(5 ft. 6 in.)}-gauge lines is now unrestricted, except where the 
capacity of certain junctions and transhipment stations still 
enforces limitation, and even this is in process of elimination. 
On three of the major railways priority control over the move- 
ment of goods traffic has almost disappeared, and on most 
others consignors now rarely have to ask for priority assist- 
ance. The wartime priority organisations, in fact, have been 
merged in the railway administrations. The figures below show 
improvements between August, 1948, and August, 1949:— 


August, August, 
1948 1949 
Traffic on ground awaiting despatch (wagon loads) 31,260 11,752 
Wagons loaded, including coal (broad cause) oe 284,093 342,985 
Coal wagons loaded.. 100,455 122,068 
Turn-round of wagons (broad gauge) : : : 14-88 10-89 
Wagon-miles per wagon-day (broad gauge) 33-4 39-3 


Another important achievement is that, by running large 
numbers of special and extra trains, the ports have generally 
been cleared of congestion, and it is now not uncommon to find 
berths waiting for ships. Moreover, the railways have not 
only been able fully to discharge their commitments for the 
movement of essential commodities—such as iron and steel, 
textiles, and cement—but also to move what was formerly 
regarded as non-priority traffic. The increase in tonnages of 
essential commodities handled this year as compared with last 
is clearly shown in the following table, which covers the 
three-monthly periods, April 1 to June 30, in 1948 and 1949:— 


Three-monthly 
tonnage moved 
1948 19 


lronand steel (wrought) ... 570,400 828,900 
Sugar (refined and unrefined) 363,200 548,200 
Cotton pmb 171,500 236,400 
Cement - 301 200 595,900 


Of these four commodities alone, duselore, there were over 
800,000 more tons carried in the space of 12 months, 
annual increase of 57 per cent. 

As from October 1, 1949, passenger services have been aug- 
mented on almost all railways; in some instances more trains 
are now being run than before the war. The Great Indian 
Peninsula Railway has increased its passenger train-mileage by 
about 10 per cent. within the last year, and other administra- 
tions have put on additional trains and extended or diverted 
others to serve larger areas, wherever availability of power 
and roliing stock permitted. In the October timetables the 
railways have speeded up a number of important trains, some- 
times by as many as two and three hours. The overall speeds 
are, in some cases, higher than in pre-war days. 

During September, 1949, on the Great Indian Peninsula and 
Eastern Punjab Railways 90 per cent. of the mail and express 
trains ran to time: on the East Indian, Bombay Baroda & 
Central India, and Oudh & Tirhut Railways between 80 and 
90 per cent.; only one railway recorded less than 75 per cent. 
punctuality. A corresponding improvement has taken place 
in the running of mail and passenger trains on the metre- 
gauge systems. 

Clearly, effective measures are now being taken to bring 
Indian railway operation back to a standard of efficiency 
commensurate with the importance of modern India, whose 
industries today are greatly expanding. Credit is due to their 
administrations and to the Railway Board for the manner in 
which they have taken advantage of the solid foundations laid 
during the past century to rebuild on them the fabric of Indian 
railways, weakened by the war and the upheaval of Partition. 


Or an 








670 THE RAILWAY GAZETTE 


LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


The Late J. A. Kay: Proposed Memorial 
at Longmoor 


Transportation Centre, 
Royal Engineers. 
Longmoor. December 2 
To THE EpiroR OF THE RAILWAY GAZETTE 

Sir,—We, the Commandant and ex-Commandants of the 
Transportation Centre, Royal Engineers, Longmoor, intend to 
place in the Garrison Church a memorial to the late J. A. 
Kay in recognition of the great service he rendered to the 
Transportation Branch of the Royal Engineers. 

Ever since the formation of the Supplementary Reserve in 
1922 Mr. Kay was a constant visitor and a friend to all of us. 
He did much to bring Longmoor to the notice of the railway 
world by many articles he published on the work, and history 
of the Centre. We therefore feel that the most fitting way 
in which we can pay tribute to his memory is by placing in 
our Garrison Church a suitable memorial amongst the many 
in which he himself had taken so much interest. 

It is suggested that the memorial should take the form of 
a plaque rather than a window, since the existing windows are 
all collective memorials to the fallen of the Transportation 
or Movements Services of two wars. Should the response 
permit it, it is suggested that any balance be utilised towards 
further improvements to the Church, notably towards altera- 
tions to the unsightly roof trusses, a subject to which Mr. Kay 
frequently referred during his visits to Longmoor. Should 
any of his miuny friends or acquaintances who know Long- 
moor wish to join with us in this memorial we shall be happy 
19 receive their co-operation, 

Yours faithfully, 


? fe dink 
v. ~ Brigedier. 


Camandent, Tn, Centre, RB, 


dst Aree 
a E —K~ 
{gadier (Ret), Brigadier (Het), 
Commandant , Comendent , 
Tn. Trg Centre, RE. 1%6. . Tn. Trg Centre, RE. 192-46. 


: yes 
: igadier (Ret), uA Brigedier (ket), 


Commandant , Coomen dent, 
Rly Trg Centre, RE. 1939, Rly Trg Centre, ReB. 195941. 
. 1941-42, 


Mej,Gen. (Ret), Brigadier (itet), 


Caumandent, Camendont, 


Rly Trg Centre, RB. 1937-59. Rly Trg Centre, WE. 1935~37. 





Brigedier (Ret), : __Lt.Col. (Ret), 
Commandant, Commandant. , 
Rly Trg Centre, RE. 1950-35. Rly Trg Centre, XE. 192930, 
aa 
‘al 


ewe eae 
Y ae 
Colonel (Ret), Maj.Gen. (Ret), 
Commandant , Comendant, 
be Trg Centre, RE, 1925-29, Rly Trg Centre, RE, 1923-25. 


[Any contributions from readers of The Railway Gazett 
who wish to subscribe to the memorial may be addressed to 
The Editor. The Railway Gazette, 33, Tothill Street. S.W.1. 
and will be acknowledged before being remitted to Longmoot 


Ep., R.G.] 


The * Tilbury ” Line 


12, Fairholme Avenue, 
Gidea Park, Essex. Octobe1 
To THE EptroR OF THE RAILWAY GAZETTI 

Sir,—In. vour issue dated October 14, Mr. J. B. Latham raises 

the following points and suggestions regarding the former 

Tilbury line. He advocates quadr upling through to Barking. 

follow2d by increased capacity at Fenchurch Street and an 

extension of colour-light signalling, and he doubts if electrifica- 
tion itself will improve services. 

The only points on which I agree with him are the two 

latter. Electrification would be useless unless accompanied by 

colour-light automatic signals (not used with lock-and-block 


tv 
“4 
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control as on the former Great Western), and the suggeste 
quadrupling is ridiculous. Duplicate tracks are provided f{. 
fast trains to overtake slower ones, but on this line in t! 
rush-hour period all trains between Campbell Road Juncti 
are non-stop passenger trains having the same speed/distan 
and maximum speed characteristics—the main requirement f 
satisfactory automatic signalling. Automatic signalling wou 
enable a service of 40 trains per hour to be run over the 
lines compared with the present maximum of 12 (5 to 6 pu. 
weekdays, Summer timetable, 1949). 

If the actual service run were only 30 trains per hour, ¢ 
would represent an increase of 150 per cent, on the prese 
service, Or 2} times as many trains per hour. 

Fenchurch Street could cope wit h this service with no alte: 
tions at ail. It is possible to “turn a steam train round ~ 
two minutes. If Mr. Latham disputes this, I will just say * Live 
pool Street, Eastern Re >gion,” and furnish substantiating eviden 
in a further letter. U sing three platforms, a service of 30 tra 
per hour would require each platform to despatch a tra 
every 6 min.; by no means an impossibility. 

In brief, my suggestions for this line are: 

(1) Automatic and semi-automatic four-aspect colour-light signalling througho 
with all-power operation at Barking. 

(2) Provision of a flyover immediately west of Barking Station to carry 
District Line trains over the Barking-St. Pancras line and complete isolation of t 
District Line trains in the three northernmost platforms at Barking. | think tt 
could be done without interfering with the connections to Little Ilford sidings 
their east end. This measure, coupled with the resignalling of Barking (eliminating 
all semaphore signals) should entirely cut out the aggravating delays at prese 
experienced on these District Line trains. 

(3) If the steam services are to be electrified it is to be hoped that the 1,500 vol 
overhead system will be used. This would make possible a complete integratic 
with Liverpool Street and inter-running in event of failure on either line whe 
the Shenfield service is extended to Southend. 

I cannot speak too highly of the performance of the new 
rolling stock on the Liverpool Street service, and I do not 
anticipate that the usual winter “* snow and ice” disorganisatior 
known on the Southern and London Transport systems will b 
experienced on this service due to the use of the overhead 
catenary system. 

Yours faithfully, 
R. A. PASCALI 


Pulsating Smokeboxes 


18, Wheatsheaf Close, Woking, 
Surrey. November I] 
To THE Epiror oF THE RAILWAY GAZEITE 
Sir, —I think that Mr. Woodhouse in his letter under this 
heading in your issue of October 28 has missed one point. | 
must admit I have no personal knowledge of the methods 
adopted for setting safety valves. I was not suggesting that 
high boiler pressures in themselves lead to leaking safety valves 
but high boiler pressures coupled with frequent blowing off 
The boilers in this country with working pressures of 600 Ib 
per sq. in. are used for stationary work in power stations, etc.: 
they are usually equipped with mechanical stokers and, unlike 
locomotive boilers, are not subjected to sudden changes of steam 
demand. It is therefore rare for one of these boilers to blow 
off and thus their safety valves get less opportunity for getting 
out of adjustment 
Yours faithfully. 
J}. B. LATHAM 


Control Working 


Monmouth School, 
Monmouth. November 12 
lo THE EpDIroR OF THE RAILWAY GAZETTI 
Sirk,--I was glad to read in your November 11 issue you 
editorial comment “Control Working at its Best.’ and am 
prompted to record the following incidents from a journey 
of mine on November 3 on the 4.35 p.m. Cardiff-Portsmouth 
train. IT am unable to say how much of the credit or othe: 
wise goes to any cenisal control and how much to the loca 


aim 
t 5.13 p.m. we were halted near the signalbox just after 
leaving Severn Tunnel Junction, with the rear light of the 
4.45 p.m. Newport-Paddington train clearly visible not far 
thead. and with the 11.55 a.m. Manchester-Plymouth train 
shortly afterwards al!owed into the platform barely 100 yd 
in the rear. Conversation with our driver, after his visit to 
the signalbox, revealed that a goods train had lost a buffer 
in the tunnel, and a light engine had been despatched to find 
it. The total delay experienced was 40 min. It is signifi- 
cant that ten min. of this time were spent in waiting for the 
London train to clear the 44-mile section through the tunnel 
One would think that the density of goods and passenger 
traffic through the Severn Tunnel justified the installation of 
a suitable signalling system inside the tunnel. to reduce the 
excessive time interval between trains. 

Once through the tunnel. I expected that our train, calling 


— 
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it most stations to Stapleton Road, would be transferred, as 
frequently happens, to the local (east) track at Filton Junc- 
tion, both in readiness for “turning left” after Lawrence 
Hill and to allow the Plymouth train, running fast to Temple 
Meads, to overtake us. Although all relevant tracks were 
clear, we were kept on the main line all the way to Dr. Day’s 
Bridge Junction signal box, and without doubt added to the 
delay to the Plymouth train. 

It was here that our opportunity came to regain some of 
the 40 min., for we were surprisingly given preference over 
the 6.20 p.m. Temple Meads-Paddington train, which at 6.26 
was already halted at North Somerset Junction signals to 
give us a clear road to Bath. Our driver responded well, 
particularly with his 25 min. start-to-stop for the 20 miles 
from Warminster to Salisbury, which was reached only 
28 min. late. Here, a Southern “ West Country ” took over, 
ind it was a little disappointing that the driver's gaily opti- 
mistic remark, “On time at Portsmouth! ” proved over- 
optimistic. We did gain a further 13 min., and one hopes 
that the Bristol-London train, running to an easy schedule, 
also regained its lost time (about 12 min.), thus justifying 
the decision at North Somerset Junction. 

Yours faithfully, 
E. A. HARLE 


Merits of the Railborne Vehicle 


6, Cairns Road, 
London, S.W.11. November 24 
To THE Epiror oF THE RAiLWAY GAZETTE 

Sir,—I should like to endorse the views of your correspon 

dent. Mr. R. G. R. Calvert, writing in your November 11 
issue on the merits of railborne transport. 1 am _ particularly 
interested in his suggestions that long front gardens might be 
taken over to form reserved track tramways. There are some 
extremely long front gardens on the Brixton to Streatham road, 
though I think it would be preferable to make a footpath and 
possibly a cycle track through these gardens, so that the exist- 
ing footpaths could be taken for the roadway, which would 
then be wide enough to allow a reserved track tramway. 
There would be less objection to such a scheme by house- 
holders than to a scheme which actually ran trams through 
their front gardens, and there would be less interference with 
trees and other amenities. 

I would also support Mr. Calvert's suggestion that light 
railways be used as feeders to tubes and electric railways in 
new districts. The fact that bus licences have not risen since 
before the war emphasises the truth of the statement that 
they no longer pay their fair share of roi id costs. which have, 
I believe, almost doubled since 1939. 

Yours faithfully, 
F. K. FARRELI 


= 
A Remarkable Journey by the ‘* South 
Yorkshireman ’ 
12, Carteret Street, 
London, S.W.1. November 25 
Yo tHE Epiror oF THE RAILWay GAZETTI 

Sir,—I have always been a railway fan. I was opposed to 
their nationalisation, but I am willing to give credit where credit 
is due, and I was impressed with the apparent efforts of the 
British Transport Commission to restore expresses to some 
resemblance of their former glory. 

It was therefore with a certain thrill that on Monday last | 
took my seat in the 4.50 “South Yorkshireman,” ex Maryle- 
bone. Punctually to the minute we drew out, and reached 
Aylesbury, 37} miles, in just one hour—not exactly rapid, but 
of rocket-like ‘light compared with subsequent events. 

At 6.25 we reached Brackley, 594 miles from London, where 
we had a pleasant rest of an hour-and-a-half while dinner was 
served—incidentally quite a good one. 

At about 8 p.m. a locomotive was attached to the rear end 
of the train, and we proceeded back towards London to Hadden- 
ham, 414 miles from London, where we were permitted for one 
hour to study its attractions by the light of its one oil lamp, 
while two brightly-lighted trains passed us going north, and one 
going south. 

About 9 p.m. a locomotive was attached to the north end of 
the train. By this time it had become difficult to ascertain 
which was the front and which was the rear, and the “South 
Yorkshireman” then proceeded with much puffing and blow- 
ing, and many a pause for breath, to Banbury. Here the ex- 
citement was intense! For the first, and probably the only, time 
in their lives, the station staff of Banbury were permitted to 
inspect, in their own station, in the flesh so to speak, the great 
“South Yorkshireman.” But all good things have an end, and 
in due course the “South Yorkshireman™ pulled out into the 


night to continue its journey to the north. But not very far. 
At just about 500 yd. from the platform it stopped again for 
25 min., which was surely rough luck on the station staff at 
Banbury, but no doubt the shunters enjoyed the view of this 
glorious train. About here the lights on the train failed, and 
1 must pay tribute to the dining car staff, which, if I remember 
rightly, seem to have got them going again some time in the 
early hours of the morning. 

We next drew up for a quarter-of-an-hour at Woodford Halse, 
whose beauties half the passengers were permitted to view by 
the light of its two oil lamps—the remaining half missed them 
due to the rest of the train being off the platform. 

In due course we reached Leicester, 99 miles from London, 
at 12.16 a.m., exactly seven hours and 26 min. after leaving 
London. Here, as it was long past the bedtime of the driver 
from Haddenham we changed locomotives for the fourth 
time, which delayed us a further ten minutes. 

After this things began to move and we shot from Leicester 
to Nottingham without even one stop. At Nottingham the 
guard delayed us a further ten minutes by inquiring from each 
passenger his or her destination, which most of us by that time 
had forgotten, but in due course we all reached Sheffield (after 
waking several somnolent signalmen who had obviously grown 
tired of waiting), at precisely 2 a.m.—S hr. 25 min. late—in 
the phenomenal running time of 9 hr. 19 min, from London. 

Unfortunately I find that I took the wrong train. It appears 
that there is an even speedier express from Marylebone, the 
* Master Cutler.” and that this had left Marylebone 14 hr. 
after us, and arrived in Sheffield two hours before us, only two 
hours late. This train is also honoured with the presence of a 
Tavern car, which was the only thing missing to complete 
our perfect happiness on the “South Yorkshireman.” May 1 
suggest that the British Transport Commission seriously con- 
sider adding such a car to the “South Yorkshireman,” and 
that it should be called The Old Grey Mare? 

Yours faithfully, 
ROGER W. SEWILI 

[We understand that the reason for the diversion and delay 
was the derailment at Helmdon of an empty wagon train at 
about 6.10 p.m. Both lines were blocked. As the ‘“ South 
Yorkshireman~ had travelled as far north as Brackley, there 
was no course but to draw it back to Haddenham and go 
forward via Banbury. The “ Master Cutler,” running normally 
via High Wycombe, was more fortunate, as it could be diverted 
at Ashendon Junction and run on without reversal to Woodford 
Halse via Banbury. The accident can hardly have occurred at 
a more inconvenient time, affecting the two most important 
trains on the old Great Central line, and it is difficult to see 
how different re-routing arrangements could have been made 
at such short notice. On such occasions the reasons for 
delay could with advantage be notified to passengers.—Eb., R.G.] 


Cross-Channel Fares 


2, Old Park Ridings, 
London, N.21. November 29 
To THE Epitor oF THE RAILWAY GAZETTE 

Sir,—May I reply to your correspondent, Mr. Trounce. 
whose letter in your November 11 issue on the above sub- 
ject inferred that fares to Paris via Calais, were, like the fares 
via Dieppe, less than the sum of the point-to- point single 
fares. This is, in fact, not so, and the only reason it appears 
so is because of the high prices of the British portions and 
the low fares of the French portions of the journey. 

For the interest of Mr. Trounce, | append a table of point- 
to-point and through fares via Calais, taken since devaluation. 
Before devaluation the contrasts were even more marked. 

Lest any doubt my London-Dover fares. may I say that 
these are “boat train” fares, not “monthly” fares of 
£1 13s. Od. first class and £1 2s. Od. third class return. 


RETURN FARES LONDON-PARIS (V/A CALAIS) 


' 


Section Miles First class Second class Third class 

! 
London. Dover 78 £3 12s. 10d. £2 12s. Od. £1 ISs. 2d. 
Dover—Calais 25 £4 15s. 6d. £3 7s. Od. 
Calais——-Paris 185 £3 18s. 8d. £2 Ils. 8d. £l 17s. Od. 
Totals 288 £12 7s. Od £9 19s. 2d £6 19s. 2d. 


Through fares 


London —Paris 288 £12 7s. 8d. £10 Os. Od.* No through 
are 
* Second rail, first boat 
Yours faithfully, 
G. HAFTER 
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The Scrap Heap 


ROAD-RAIL CO-OPERATION IN GERMANY 
It is reported from Ludwigshafen, in 
the French Zone of Germany, that a 
cyclist pedalled furiously alongside a 
crew-less runaway train recently shout- 
ing instructions to the passengers nearest 
the engine on how to apply the brakes. 
The driver and fireman had left the en- 
gine to help an old woman knocked ovet 
by the train, and while they were away 
the train moved off. The Badisches 
Tageblatt, reporting the incident, said 
that the train was eventually halted 90 
yd. from Mundenheim station, about ten 
miles away. 
* 


Post OFFICE COMPETITOR 

Continental Express Limited, which 
celebrates its centenary this month, has 
carried on a trade which flourished in the 
eighteenth century when small cargoes of 
parcels crossed from Dover to Ostend 
twice a week in sailing packets and were 
then taken by pack-horse or mail-coach 
to their destinations. 

The chance offered by the development 
of the railways was quickly seized by 
two business men, Mr. Piddington and 
Mr. Friend, who in 1849 became sole 
agents of the newly opened Dover- 
Ostend line. In 1850 they started the 
first daily parcels express service to the 
Continent and 17 years later they initiated 
a cash-on-delivery scheme. 

Meanwhile the firm was negotiating 
conventions, first with Belgium and then 
with Prussia, under which the post offices 
in those countries became its agent. In 
1882, when the Postmaster General was 
thinking of starting a similar parcel post, 
he assured the member for Liverpool that 
the private carriers would be able to con- 
tinue. In fact, however, Continental 
Express was, and still is, the only com- 
petitor of the General Post Office in 
this field—From ‘The Manchester 
Guardian.” 
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STRANGE NAMES ON THE L.M.R. 


Mr. Ham, Mr. Butter and Mr. Stew; 
this strange mixture of names is to be 
found among the 1,121 stationmasters on 
the L.M.R. There is also a Cook, Baker, 
and Kitchin. For seasoning there are two 
Mr. Salts and a Mr. Pepper. 

Two Gardeners but only one Plant and 
one Leaf are included. There are two 
Mr. Bishops, one of them at Dean Lane 
and the other at Castleford, and a Mr. 
Dance at Fidler’s Ferry. Colour is pro- 
vided by Stationmasters Gray, Green, 
Brown, Black, and four Whites. 

The rural flavour is provided by 
Messrs. Hill, Dale. Lea, Park, Field, 
Lane, and Meadows, one Church and two 
Bells, two Swifts, a Wren, and a Finch, 
a Farmer, a Sheppard, two Lambs, and 
a Ram. 

Perhaps the strangest coincidence in 
names is that of Stationmaster Porter of 
Stonebridge Park.—From ‘Carry On.” 


* * * 


ONE FOR THE TUNNEL ROAD 


This week, British Railways, Southern 
Region, engineers closed the _ three- 
quarter-mile BoPeep Tunnel outside 
Hastings for at least four months. On 
the eve of its centenary (first train ran 
through in February, 1851) it has to be 
relined. On the opening, prominent 
citizens 100 years ago laid bricks, drank 
champagne in the tunnel. Schools were 
built for the workmen’s children, chap- 
lains appointed to the somewhat dis- 
orderly gangs. 

There was a battle royal between two 
rival railway companies; and = much 
trouble with water—so much so that the 
idea was mooted of supplying the whole 
of Hastings and St. Leonards from that 
source! 

Bouverie can find no sheep in_ its 
derivation. Local antiquarian explana- 
tion cites the evasive and mysterious 
activities of coastal smugglers: Peep Bo. 
rather than Bo Peep!—John Bouverie in 
the ‘“ News Chronicle” of December 


French Railway Strike 





Notice at Victoria Station, London, warning passengers of a 24-hour token 


strike in France, which was referred to on page 664 of our December 2 issue 


December 9, 1945 


100 YEARS AGO 


From THE RAILWAy TIMES Dec. 8, 18 


OpeNniING or THE Eastern Union Rat AY 
to Norwicu.—On the Ist inst., the extens to 
Norwich was opened to the public for the ¢ y- 
ance of cattle, goods, &c. This precaution is de: med 
necessary in order that the line may be properly on- 
solidated for the running of passenger trains. ‘The 
Eastern Counties and the Eastern Union Comp»snies, 
it is understood, have not as yet come to an imi. 
cable arrangement relative to the trains; an: the 
former Company have resolved on increasiny the 
fares on the Colchester line, which joins the E... ern 
Union, and lowering those on the present Noi vich 
route, vid Cambridge, for the purpose of keepiv the 
main Norfolk traftic. Passengers from Norwic! by 
the old line would travel over 126 miles o! the 
Eastern Counties, while, by the Eastern Union x- 
tension, viz., from Colchester, only 52. 


* * * 


LANDLORD'S SPECIAL 

British Railways, London = Midiand 
Region, ran a two-wagon special train on 
Tuesday, December 6, to take the furni- 
ture of landlord Archie Turner from the 
lonely “ Black Lion,” Consall, to his new 
hotel, the “Greyhound” at Cheadle. 
Except for the station, the “ Black Lion” 
is completely isolated in the wooded 
Churnet Valley, and the nearest road is 
f-mile away over some of the roughest 
untracked country in Staffordshire. The 
train had to be stabled on the main line 
for five hours. 

* * * 


THE Lost LION 

The burly, self-confident business man 
stepped blithely into the Underground 
train and sat down heavily. Then his 
eyes started bulging and his jaw dropped. 
For sitting sadly on the seat opposite him 
was a sorrowful looking plaster lion 
covered in red paint. 

Round his red-daubed neck hur 
notice: “I’m lost. Please return to 
Trafalgar Square.” They removed him at 
Mansion House Station and it took two 
porters to carry him.—From the “ Daily 
Mirror.” 

* * * 

Tailpiece 

I always read the adverts 
That every week appear 
In engineering journals 
Through each succeeding year. 
I study all the pages, 
Though I don’t understand 
What half the words are saying 
But they sound awfully grand. 
I'm often lost in wonder 
At engineering skill, 
That can fit out a railway, 
A liner, dock, or mill. 
I dream if I had money 
My fancy to indulge, 
I'd hand out lots of orders 
And make the post bags bulge 
A brand new locomotive 
From home or foreign shore, 
One morning would deposit 
Itself at my front door. 
And pre-stressed concrete sleepers, 
Flat bottom rails and points: 
Spike anchors, roller bearings, 
And insulated joints; 
Bulldozer for the garden ; 
To level up the ground, 
A crane of sorts for heaving 
The furniture around. 
But what’s the use of dreaming 
When money’s what I lack, 
I couldn’t give an order 
For half an inch of track. 
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OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 


RHODESIA 
Rapid Development 

In Bulawayo on November 3, speaking 
t a meeting called by the Rhodesia 
federated Chambers of Commerce to dis- 

cuss immediate solutions of existing trans- 
ort difficulties, Sir Arthur Griffin, 
General Manager of the Rhodesia Rail- 

ways, appealed for a wider recognition of 
tilway problems in the Colony. He said 
e had been unable to find a comparison 
iywhere with the almost alarming rate of 
evelopment of the Rhodesia Railways 
system. which will double its capacity 
within the next five years. 

Railway Operations in 1948 were 29 per 

ent. above 1946 and are now 38 per cent. 
bove 1946, It is expected that by July 
ext year they will be 56 per cent. above 
1946, by 1951, 83 per cent., and by 1952, 
98 per cent. During the next two years 
the railways will spend £20,000,000 on 
renewals and new capital works. Con- 
siderable improvements are to be made in 
the railway facilities at Umtali. 


EAST AFRICA 
Traffic Results 

The volume of traffic carried by the 
various services of the East African Rail- 

vays & Harbours in the first nine months 
of 1949 showed a considerable increase 
over the previous year. On the Kenya- 
Uganda Section, 632,900,000  ton-miles 
were moved between January and Septem- 
ber, 1949, as compared with 532.300,000 
on-miles during the same period of 1948. 
lhe number of train-miles operated during 
this period was 3,400,000, an increase of 
just Over a quarter-of-a-million over the 
corresponding period of the previous year. 
Loaded wagon-journeys on the Kenya- 
Uganda Section rose from an average of 
5,471 per month in 1948 to 27,397 for the 
veriod January to September last. 

Approximate receipts from all services, 
ncluding railways, harbours. road ser- 
vices, Inland waterways, and ancillary ser 
vices, for the nine months ended 
September, 1949, were £7,758,393. Total 
working expenditure for the same period, 
including contributions to the renewals 
fund. were £5,.577,511. 


Opening of Southern Province Railway 

in Tanganyika 

The Mkwaya-Nachingwea Section of 
the Southern Province Railway in Tan- 
ganyika, 82 miles in length, was form- 
illy opened to traffic by the Governor of 
Tanganyika. Si ord Twining, on Octo- 
ber 25. The ny took place at 
Nachingwea, at rf. ..ent the inland ter- 
minus of the line. After the arrival of the 
first through train from Mkwaya, the 
Governor declared the railway open by 
cutting a red, white, and blue cord 
stretched across the track. 

A large company was present for the 
occasion, including Sir Reginald Robins, 
Commissioner for Transport, Mr. A. 
Dalton, General Manager of the East 
African Railways & Harbours, Mr. J. R. 
Farquharson. Deputy General Manager & 
Chief Engineer, senior officials of the 
Tanganyika Government and the Overseas 
Food Corporation, and members of the 
railway staff 

At a luncheon held after the ceremony 
the Governor proposed the toast of the 
new railway. The following is an extract 
from his speech:— 

* This is an historical occasion for Tan- 


ganyika. This great Southern Province of 
over 55,000 sq. miles in extent, nearly the 
size of England and Wales, with a popu- 
lation of just under a million, has in the 
past been the Cinderella of Tanganyika. 
Its remote hinterland, the great distances 
and impassable rivers during the rains, 
have combined to make economic develop- 
ment difficult, and the people had to leave 
the province in search of work, some 
going as far afield as Northern Rhodesia 
and South Africa. From today onwards 
all this is changed. 

“The great agricultural enterprise of 
the Overseas Food Corporation has made 
the construction of this new railway pos- 
sible, and today it is a reality. It will, of 
course, be of great benefit to the ground- 
nut scheme, but it will also enable the 
economic potentialities of the province to 
be developed, and the people will thus be 
given a chance of attaining prosperity in 
their Own country.” 

The Southern Province Railway is 
owned and operated by the East African 
Railways & Harbours and has been built 
primarily to serve the groundnut area 
now under development by the Overseas 
Food Corporation. The corporation is to 
guarantee the interest and sinking-fund 
charges on the cost of the line and also 
the principal in the event of the abandon- 
ment of activities in the area. For the 
present, the railway is being operated 
under “construction line ” conditions, and 
traffic on account of the Overseas Food 
Corporation only is accepted. The line is 
expected to be opened for ordinary public 
traffic in full wagonloads with effect from 
January 1. 


SWITZERLAND 


Geneva Junction Railway 
The viaduct over the Rhone on the con- 


necting line under construction between 
Geneva Cornavin, the main passenger 
station of the Swiss Federal and French 


National Railways, and the Eaux Vives ter- 
minus of the French system, has been com- 
pleted. The new line was described in our 
September 26, 1941, issue and again re- 
ferred to in our March 16, 1945, issue. The 
total length of the three-span viaduct, 
which spans the Rhone immediately below 
its confluence with the river Arve, is 717 ft., 
width 33 ft., and height above the water 
80 ft.; the foundations extend 54 ft. below 
the surface of the ground. The bridge is 
illustrated on page 682 of this issue. 
New Gotthard Locomotives 
According to a decision taken in the 
middle of November, two heavy express 
ocomotives of a new type for the Gott- 
hard Line are to be ordered from Swiss 


firms. Each locomotive is to _ cost 
fr. 1,625,000 (approximately £132.870). 
The mechanical equipment will be built 


by the Swiss Locomotive & Machine 
Works, Winterthur, and the electric equip- 
ment will be supplied by Brown, Boveri, 
of Baden. The locomotives will be the 
first of a new type “o.. ~ during the 
past twelve months. Each will be 
60 ft. 44 in. long and will have two six- 
wheel bogies. The hourly rating of the 
six traction motors will total 6,000 h.p.. 
enabling the locomotive to haul a 600- 
tonne train over 1 in 37 gradients at a 
speed of 434 to 464 m.p.h. The maximum 
speed will be 77-6 m.p.h., and the weight 
120 tonnes. If these two locomotives 
prove successful, more will be ordered. 
These locomotives are to be placed in 
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service on the Gotthard Line, where the 
locomotives now in service, though power- 
ful, cannot cope with the increasing 
weight of the trains. During 1948-49 ap- 
proximately 50 per cent. of the Gotthard 
trains had to be double-headed, and in 
July last the percentage rose to 70 per 
cent. 


FRANCE 
Rail and Road Co-ordination 

The decree regulating the co-ordination 
of rail and road passenger and goods 
traffic in France was published in the 
Journal Officiel on November 15 and 
thus came into force the same day. In 
regard to passenger traffic. there are no 
important changes from the pre-war regu- 
lations. Private transport, and also orga- 
nised transport in towns and suburbs, are 
exempt from the co-ordination regula- 
tions. 

For other passenger transport services 
a technical committee in each department 
will draft a plan for rail and road traffic. 
This, after approval by the departmental 
council, must be sent to the Minister of 
Public Works & Transport, who will 
submit it to the Supreme Transport 
Council, which will bring it into line if 
necessary with the plans of other depart- 
ments. All firms operating services must 
subscribe to the plan. 

All passenger road services are subject 
to the departmental operating regulations 
relative to timetables, fares. condition of 
vehicles, and transport obligations. 
S.N.C.F. fares will continue to be subject 
to the Minister’s approval. Road fares 
will be fixed in accordance with a 
national basic tariff. 

The National Railways will  relin- 
quish the right of directly operating 
road services. but if railways are closed 
the S.N.C.F. must make agreements with 
the road hauliers. International services 
may be organised under conditions to be 
fixed by a later decree. Pending approval 
of the new transport plans, passenger road 
services may continue to operate under 
the conditions in application before Sep- 
tember 1, 1939, and fares will remain 
subject to the regulation dated June 30, 
1945. 


Rail and Road Goods Traffic 

Co-ordination of goods traffic involves 
more important changes. Private goods 
transport, covering carriage of goods by 
firms and companies, and also ge 
by farmers and others in rural districts, i 
exempt from the co-ordination ane 
tions. The S.N.C.F. may propose the 
closing of railway goods transport on lines 
or in stations where road transport can 
provide cheaper service. It will still be 
responsible to the consignor and consignee 
for the transport. 

Two kinds of zones will be organised 
for road transport, one a long zone com- 
prising the whole of France except cer- 
tain routes reserved for railway traffic, and 
the other short zones, one for each 
department within a radius of 100 to 150 
km. (62 to 93 miles) from the depart- 
mental chief town. The zones may be 
adjusted to geographical conditions. 


The zone around Paris will be fixed 
by a Ministerial decision. The  tech- 
nical committee of each department 
must keep a _ ~~ Register of Public 


Transporters” giving the name of the 
firm and the total tonnage of its vehicles. 
Each vehicle in service must have a docu- 
ment showing a list of the goods carried. 
The S.N.C.F. will make contracts with 
the professional groups in each short zone 
in agreement with the National Road 
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Committee. These contracts will be sub- 
mitted to the Minister for approval. 
Routes reserved for railway transport will 
be fixed by the Minister. They will com- 
prise lines on which the cost price of 
goods carriage by rail justifies the limi 
tation of public road transport. On 
these routes, the road haulier in the long 
zone will be limited to a tonnage corre- 
sponding to the transport, which the rail- 
way cannot provide under conditions of 
quality equivalent to those offered by 
road transport. This limit will be fixed 
periodically. Road hauliers authorised to 
operate on these routes must enter into 
price agreements with the S.N.C.F. The 
others will receive compensation. 


Rail and Road Freight Rates 

Railway freight tariffs will comprise 
minimum and maximum rates or contract 
prices which will be independent of dis- 
tance and will be based on the amount 
of traffic and cost prices. The S.N.C.F. 
may thus co-ordinate its tariffs with road 
rates, raising them where it need not fear 
competition, and lowering them elsewhere. 
For the road, there will be basic tariffs 
corresponding to average cost prices with 
marginal limits allowable. These tariffs 
will be drafted by the National Com- 
mittee of Road Hauliers and approved by 


the Minister, the same as those of the 
S.N.C.F. 
GERMANY 
Electrification 
Electrification of the railways is now 


attracting increasing interest in Germany. 
Added weight has been given to it since 
the statement recently made by Dr. See- 
bohm. Federal Minister of Transport, that 
the electrification of the whole of the 
Federal Railways is one of the principal 
aims. This point of view was further em- 
phasised by Herr Wohleb, Prime Minister 
of Baden, at the recent opening of the re- 
built main station of Freiburg-im-Breisgau, 


Publications Received 


Daily Mail Year Book, 1950. Golden 
Jubilee Issue. London: Daily Mail, New 
Carmelite House, E.C.4.. 7 in. x 4} in. 
320 pp. Paper covers. Price Is. 6d. net. 
This useful little book, now in its fiftieth 
year of issue, represents a considerable 
achievement in the presentation of so 
much information in compact form and at 
a low price. It covers nearly every field 
of activity, and should prove invaluable as 
a source of ready reference. The articles 


contributed include one on British Rail- 
ways in 1949, 
Non-pressure Treatments of Round 


Northern White Cedar Timbers with Creo- 
sote. By Everett Edgar King, Professor 
of Railway Civil Engineering, Emeritus. at 
the University of Illinois. Bulletin Series 
No. 379, published by the University. 
9 in. x 6 in. 62 pp. Price 20 cents. 

This is a record covering a series of tests 
in which poles and posts were treated, 
including brushing, dipping, steeping and 
the double-tank process. Some of the tim- 
bers were incised, some not. and for com- 
parison some were not treated at all. 
Over 360 7-ft. and 10-ft. posts were left in 
the soil in an exposed position for 20 
years. Almost all the incised timbers 
treated by some kind of immersion were 
sound after 20 years. but this was possible 
only because they were subjected to no 
mechanically destructive agency. Incising, 
as well as securing deep penetration, pro- 
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when he announced that the initial steps 
for the conversion of the Karlsruhe-Basle 
(Baden Station) main line would be taken 
in the near future. 

In the meantime, the plans for the pro- 
posed electrification of the railway system 
in the Ruhr-Rhine region (mentioned in 
The Railway Gazette for August 19 last) 
are being evolved by private interests, the 


municipalities concerned, tourist organi 
sations. the iron and steel industry, and 
particularly the electric industry. It has 


been estimated that the completion of the 
first of the two stages covering the electri- 
fication of the whole system, would entail 
an expenditure of DM. 800.000.000, ap- 
proximately £68,085,000. 

The problem of new electric locomo- 
tives is also being tackled, and an ex- 
perimental locomotive of a new type for 
the electrified 22-6mile standard-gauge 
HOllental line between Freiburg-im-Breits- 
gau and Neustadt, which has the steepest 
gradients in Germany, is at present being 
built in the workshops at the Baden 
Station at Basle. 

In Bavaria the increasing requirements 
have outgrown the capacity of the large 
repair and overhaul shops for electric 
locomotives at Munich-Freyman. New 
shops are therefore being built near Kol- 
bermoor in the Rosenheim district, half- 
way between Munich and the Austrian 
frontier. 


Munich Stations and Oberammergau 
Passion Plays 

Recent reports from Munich state 
considerable progress is being 
the reconstruction of both the 
main station building and the adjacent 
building of the Starnberg Station, in anti- 
cipation of the crowds which are expected 
to visit Munich for the Passion Plays at 
Oberammergau, which are to be resumed 
in 1950 for the first time since 1939. 
Starnberg Station, which actually is a sec- 
tion of the main station, is the terminus 
for the electrified Munich—Murnau 


that 
made in 
Munich 


vides a uniform protective 
the perimeter of the post. 
cludes 14 tables 
various results 


shell round 
The report in- 
giving details of the 
obtained by different 
methods of treatment and other particu- 
lars. There are also several diagrammatic 
illustrations, 


Shell Industrial Lubricants.—This pro- 
duction of Shell-Mex & B.P. Limited 
amounts almost to a treatise on lubri- 
cation. The lubrication is discussed of a 
wide variety of engines, machinery. and 
moving parts. for each of which there is 
at least one (usually several) appropriate 
Shell lubricant. There are chapters on 
lubrication in the machining and _ heat- 
treatment of metals and on rust preven- 
tion. The very useful miscellaneous data 
at the end include mensuration formule, 
English and metric measure equivalents, 
and logarithm tables, thereby rendering 
the book self-contained. It is well printed 
and produced, and written in clear, con- 
cise English, free from jargon. 


SKF Bearings for Railway Rolling 
Stock.—The Skefko Ball Bearing Co. Ltd. 
has issued a well illustrated brochure on 
SKF roller-bearing axleboxes and _ their 
application to railways. After some 
zeneral descriptive matter tables are given 
of SKF spherical roller bearings for rail- 
way axleboxes and of the dimensions 
(metric) of some of the more usual types 
of SKF roller-bearing axleboxes and jour- 
nals. There follow some 80 pages of 
photographic illustrations of railway roll- 
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Garmisch- - Partenkirchen 
tier railway, which has a 
Murnau to Oberammergau. 


Austrian fr¢ 
branch fri 


End of Rolling Stock Repairs Abroad 

According to a decision taken by 
Federal Railways early in Novembe: 
further orders for repairs to their rol! 
stock are to be placed abroad. 


Second Class for Ruhr Fast Services 

The second class was not restored 
the special fast local services operat 
between the industrial centres in the R 
zone when they were resumed after 
war. Recently, second class coaches w 
included in the fast local trains betw 
Essen main station and Kettwig. 8 n 
This amenity is to be gradually exten 
to all the Ruhr fast local services 


AUSTRIA 
Ministry of Communications Renamed 
The Ministry of Communication 
now entrusted with the handling of 
state-owned industrial undertakings, 
its name has been changed to that 
Federal Ministry of Communications 


Nationalised Undertakings (Bund 
ministerium fiir Verkehr und Versta 
lichte Betriebe). The nationalised und 
takings include a number of iron 


as the Alpine Mont 
Bohler-Werke, 


steel works such 
gesellschaft and 


BELGIUM 
Telephone Booths on Trains 
Trains on the Brussels-Charleroi servicc 
which, as recorded in our October 28 
issue, has been electrified, include a tele 
phone booth, enabling two-way conve 
sations to be held with any subscriber | 
the country during the 40-min. journey 
The mobile call-box is linked by radi 
telephone with three relay stations along 
the line. The relay stations are linked | 
land line to the Brussels exchange. 


ing stock equipped with SKF 
including electric and steam locomotives 
motor coaches, electric and diesel-electric 
trains and railcars, passenger coaches, and 
freight vehicles in all parts of the world, 
also of such specialised applications as 


products 


mobile transformers and rail-mounted 
ladles for steel works. 

Westinghouse Signal Catalogue.—Th« 
Westinghouse Brake & Signal Co. Ltd 


82, York Way, Kings Cross, London, N.| 
has issued a loose-leaf binder contain 


ing the first sections of its new Signalling 
Catalogue. which eventually will entirely 
replace the pre-war volumes. The binder 
is divided into 17 sections, under headings 


such as illuminated diagrams and_ indi 
cators, track circuit equipment, point 
operation, double wire signalling, hump 


yard equipment, and level crossing protec 


tion, to contain the appropriate new 
parts as issued. There are useful dia- 
grams and some good photographs and 


colour plates depict different types of 
Westinghouse equipment in use on British 
Railways. 


The Holy Places of France.—The 
French National Railways have issued a 
small illustrated folder with brief descrip- 
tions of Lourdes. Lisieux, and other places 
of pilgrimage in France, and some _ suc- 
cinct travel information. The folder in- 
vites travellers from Britain and America 
to break their journey in France on the 
road to Rome in the Holy Year, 1950. 
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Electrification and New Construction in Luxembourg 


Projects envisaging the electrification of more 
than one hundred miles of line and the building 
of a short but important direct line to the Saar 


r HE Ministry of Transport & Electri- Belgian National Railways, which connects 
city of the Grand Duchy of Luxem- with the Luxembourg system, has brought 
sourg has submitted to the Organisation to the fore the question of railway electri- 
or European Economic Co-operation a_ fication in the Grand Duchy. It is pro- 
project for the electrification of part of posed that electrification shall follow the 
the Luxembourg National Railways and development of a national hydro-electric 
he building of a direct line between scheme. 
tuxembourg and the Saar. Ihe first phase covers the lines from 
The electrificatron, scheduled for 1951, Arlon, via Luxembourg, to Bettembourg. 
ff the Namur-Arlon-Athus section of the on the French frontier (part of the Brussels- 
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Basle international route, which entails 
reversal of through trains at Luxembourg); 
and Athus-Bettembourg via Esch, Differ- 
dange, and Petange. The latter traverses 
the industrial part of the Duchy. The 
total length of these two lines is 37} miles. 

The second phase includes the lines from 
Luxembourg to Gouvy on the Belgian 
frontier, forming part of the Luxembourg- 
Liege line; and Luxembourg to Wasser- 
b:llig (German frontier), totalling 75 miles. 
The total cost of the first stage of the 
work is 540,000,000 Belgian francs and of 
the second stage 1,000.000.000 Belgian 
franes. 

Since 1860, the question of building a 

(Continued on page 681) 
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The railways of the Grand Duchy of Luxembourg, showing proposed electrified sections and also the 


projected direct line to the Saar 
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Divisional Control Room Organisation, L.M.R. 


Supervision of train running, distribution of rolling 
stock, and efficient utilisation of locomotives by the 


new Western Division 
THs year the plans of the former 

L.M.S.R. for merging its previous 42 
control areas in England and Wales with the 
21 operating districts have been completed. 
Since nationalisation, the Swansea district 
has been transferred to the Western 
Region, but the Cheshire Lines Railway 
is now formed as an operating district of 
the London Midland Region, so that the 
number of L.M.R. operating districts is 
still 21, in each of which a modernised 
control room has been provided. The 
absorption of the Lancaster and Gowhole 
district control offices into the District 
Operating Superintendents’ control rooms 
at Preston and Derby respectively con 
cluded the merging process, and was re 
ported in our August 12 issue. 

One feature of the reorganisation has 
been the provision of comprehensive 
telephone facilities with modern equipment 
in the control rooms. Many administrative 
changes also were involved, and both as- 
pects of the undertaking were reviewed in 


PASSENGER 
CONT ER 


BATTERY 


ROOM APPARATUS 


ROOM 


Reacceial 


our May 9, 1947, issue, where an account 
was given of the working of the District 
Operating Superintendent's office and con- 
trol room at Derby. 

The activities of the district contro! 
rooms within a division are co-ordinated 
by a divisional control room, which also 
effects liaison with the Operating Super- 
intendent’s office at Euston and with other 
divisions and Regions. Recently, a new 
divisional control room has been opened 
at Crewe, with telephone equipment of a 
similar pattern to that installed in the 21 
modernised district control rooms. These 
facilities were described in our issue of 
June 24. At Crewe, as at all the modern- 
ised district offices involved in this 
£1,000,000 scheme, the telephone equip 
ment has been designed and supplied by 
the Coventry Telephone Works of the 
General Electric Co. Ltd. to the require- 
ments of the Regional Signal & Tele- 
communications Engineer, London Mid- 
land Region, and of the corresponding 
authority on the former L.M.S.R. 

Supervision of traffic throughout the 
Western Division is divided among sec- 


control room 


at Crewe 

tions of the Crewe divisional control room 
responsible for freight trains, passenger 
trains, freight rolling stock distribution, 
power distribution, transport services, and 
distribution of non-passenger vehicles con 
veyed by passenger train. 


Freight Train Control 

Freight train control extends to all fitted 
trains and to certain others which may 
affect the running of more important ser- 
vices. The running of these trains is logged 
on train sheets which record the classifi- 
cation of train, number of wagons, de- 
parture time, number of minutes late or 
early on passing from district to district, 
and arrival time. In addition, a record 
is compiled every four hours showing all 
trains which are on the main lines, enabl- 
ing steps to be taken to prevent congestion 
of the main lines and accumulations of 
traffic in yards. All special trains running 
through more than two districts are agreed 
with the divisional contro] room and the 
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viewed, and on this is based the Regio: 
return to the freight rolling stock cont 
authority at Amersham. 

The Passenger Controller’s section 
the running of the principal main-line 
cross-country services on printed she-\s 
showing their scheduled times. Inforn 
tion is received in the form of “ train 
ports” from the departure point 
selected reporting stations; and in ady 
from the district control rooms giving the 
times the trains pass from district 
district : 

A “train report” comprises the folk 
ing information: Train No.; arrival and 
departure time; class of engine; numbe: 
vehicles and weight; and loading (Ii 
normal, full, or standing, shown by code 
letters). The arrangement of assistance 
strengthening of trains when necessary 
among. the Passenger Controller's respo! 
bilities. ‘“ Train reports ” are received fi 
Euston, Rugby, Stafford, Crewe, Warr 
ton, Wigan, Preston, and Carlisle on the 
West Coast main line; from Chester, 
Llandudno Junction and Holyhead on the 
North Wales line; and from Stockport 
Liverpool, and Stoke-on-Trent. 

Delays and their cause since the 
reporting station at whicn the train calle 
are included in the report, the guard 
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General layout of the new control room 


office is notified of the operation of others. 
The Head Freight Controller is also in- 
formed of services carrying out-of-gauge 
loads, special consignments of cattle, and 
so on 

Freight rolling stock distribution is the 
concern of a section of the office. The 
clerk in charge of this section receives bulk 
returns from the districts at regular inter- 
vals of wagons on hand and wagon re- 
quirements. Instructions are passed to the 
districts for the distribution of wagons, 
based on this general survey of the num- 
bers wanted and surplus; and the records 
kept enable a check to be made of effi- 
cient wagon utilisation and speedy turn- 
round. Movements of special wagons, 
controlled throughout the Region by the 
Operating Supe rintendent’s staff at Derby, 
are recorded in this section, and daily re- 
ports are made of the transit of special 
traffic, such as iron ore. 

Each morning a statement is compiled 
showing the empty wagon position. A 
daily conference is held with the Operat 
ing Superintendent’s office at Euston at 
which the situation on all divisions is re- 


tracting this information from his journal 
for the reporting clerk. These explanations 
are checked or amplified in the divisional 
control room from the district control 
rooms’ advices, and the reasons for any 
loss of time which seems to have been 
avoidable are followed up at once. There 
is a “delays” panel on the train sheet for 
every controlled passenger train. Analysis 
of the sneets therefore reveals any recur- 
rent causes of lateness, enabling adjusi- 
metns of working to be made if necessary 
Information on the running of the con- 
trolled trains is passed to the Operating 
Superintendent’s office at Euston at 
approximately four-hourly intervals. 

The Passenger Controller at Crewe dves 
not intervene in the work of the district 
control rooms except in dealing with 
emergencies not covered by the working 
book. An example of the type of situation 
requiring his decision would be the late 
running of through coaches scheduled for 
attachment to an express train at a junc- 
tion. According to the extent of the delay 
as reported by the district office, he weuld 
decide whether to hold the main train, or 
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let it proceed and arrange for a locomo- 
e to work the through portion forward 
dependently. A factor to be taken into 
count here would be that the second 
erative might deprive travellers in the 
ough coaches of restaurant car service, 
id this consideration would have to be 
cighed against the consequences of hold- 
g the main train back. 


Rapid Contact with all Points 

It is clear from this example how 1m- 
ortant it is to have rapid contact with all 
ints from which information of train run- 
ing can be obtained, and for the districts 
iemselves to be able to present an 
ccurate picture of iheir situation. Equally, 
12 Necessity of consultation between pas- 
enger, freight, and power distribution con- 
ollers within the Crewe divisional control 
yom can be seen. The principal channels 
y which reports are received are special 
yntrol telephone circuits, all points on 
vhich can be contacted direct from the 
ontrol room without calling the railway 
xchange. These are mainly omnibus cir- 
cuits linking several district controls and 
other points which are called by code 
inging. When an outstation calls Crewe 
divisional control. however, there is no 
ring at the other outstations on its circuit. 
Examples of omnibus control circuits are :- 

Passenger North: All reporting points 
and district controls to Carlisle. 

Freight’ North: District controls to 
Carlisle; also motive power depots by 
switching. 

Passenger South: All reporting points 
and district controls to London. 

Freight South: District controls to Lon- 
don and motive power depots at Stafford, 
Nuneaton, Rugby, and Bletchley. 

Freight cross-country: Liverpool, Crewe, 
Manchester, and Stoke district controls. 

Freight’ cross-country conference line: 
Liverpool, Crewe, Derby, and Chester 
district controls. 

Other direct control lines link the Crewe 
Divisional Control Room _ with other 
centres as follow: —(1) Liverpool; (2) Man- 
chester (including central divisional office): 
(3) Chester: (4) Western Region at 
Chester: (5) Stoke district control and 
Derby Divisional office. 

As explained in our June 24 issue, the 
Head Freight Controller has facilities on 
his desk for connecting selected lines to 
the telephones in certain private offices for 
conference purposes, at the same time 
isolating them from al! the control room 
keyboards except his own. Any telephone 
can be connected to a 50-line automatic 
exchange for inter-communication within 
the room itself and with other parts of the 
Divisional Operating Superintendent’s 
offices. Similarly, connection can be made 
from any keyboard with the railway tele- 
phone system as a whole through Crewe 
automatic exchange, and with the G.P.O. 
network. 


Power Distribution Section 


The Power Distribution Section of the 


office deals with unbalanced locomotive 
workings throughout the division, being 


responsible for allocating locomotives 
away from their home depots with no 
booked homeward journey, to suitable 
duties for their return. Cards, coloured 
to show home depots, are made out for 
all such locomotives. Each card is placed 
in a slide with a rotatable coloured indi- 
cator at one corner set to show the avail 
ability of the locomotive. 

The cards and slides are contained in 
racks under the headings of motive power 
depots. Inspection of the racks at once 


THE RAILWAY GAZETTE 


shows the location of unbalanced spare 
locomotives, .these having their indicators 
at white. The indicator is altered to red 
when a locomotive has been ordered, and 
when a locomotive leaves on the duty 
assigned to it, its card is placed under the 
heading of the depot to which it is pro 


ceeding, the indicator being changed to 
blue at the same time. An _ unbalanced 


locomotive on hand at a depot but need- 
ing repairs or other attention is shown by 
a green indication. 

The racks in which the cards are dis- 
played are arranged to slide along the desk 
so that both assistants in this section have 
easy access to them, and the situation is 
continuously apparent to the head Power 
Distribution Controller. 

A corresponding system is used to facili- 
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colours in this case being white for spare; 
red for under load or ordered; blue for 
en route; and green for running empty to 
pick up load. 

When _ requests for vehicles are 
made, the Transport Controller decides 
the trains by which they should be de- 
spatched, and how they should be mar- 
shalled. These details are shown on the 
cards, and watch is kept to see that trains 
are not overloaded by the attachment to 
them of special vehicles. 

The neat and convenient design of the 
telephone keyboards is apparent in the 
illustrations reproduced with this article, 
but their efficacy can best be judged by 
watching the room at work and noting the 
speed and quietness with which all the 
necessary contacts inside and out are made. 





Telephone relay racks and associated apparatus for the control communication 
circuits centred on Crewe 


tate the control of non-passenger-carrying 
vehicles by the Transport Controller and 
his assistants. The types of stock con- 
cerned are vehicles running in passenger 
trains that are not covered by the ordinary 
marshalling instructions, such as horse 
boxes, motorcar vans, scenery vans, and 
similar non-passenger-carrying stock. All 
these vehicles are controlled individually, 
orders for them and reports of their move- 
ments being sent to the Transport 
Controller. 

A card is made out for every vehicle. 
The Transport Controller's assistants dis- 
play the cards in racks under headings 
showing sections of the main line and 
principal branches, moving them about in 
the racks in accordance with the running 
of the vehicles from point to point. Rapid 
location of available vehicles is facilitated 
by coloured indicators at the corners of 
the cards similar to those used in the Power 
Distribution Section, the significance of the 


Controllers and their assistants need not 
leave their seats or raise their voices to 


obtain information or give guidance on 
the many matters within their various 
spheres. A spectator feels at once. per- 


haps with personal exverience of more tur- 
bulent surroundings, that the consequent 
reduction of fatigue and irritation is con- 
tributing to efficiency. 

The furniture and fittings in the room 
were mainly manufactured by the Regional 
Chief Mechanical Engineer’s Carriage & 
Wagon Works at Wolverton. The desks 
incorporate runways for the telephone 
cables, while between desks and into the 
adjacent apparatus room the cables are 
carried in under-floor ducts. 

Pirelli-General 20-pair —polythylene- 
insulated P.V.C. cables are used for all 
internal cabling. The lighting of the 
room has been carried out with fluorescent 
lamps in continuous rows of fittings by 
the General Electric Co. Ltd. 
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Vulcan 2-8-2 “YD” Class Locomotives 


Forty-four metre-gauge goods engines with double 
bogie tenders have been shipped to India and Burma 


N order for forty-four 2-8-2 metre- 
gauge goods engines for India and 
surma has been completed by the Vulcan 
‘oundry at its works at Newton-le-Willows. 
Che engines have been allocated to the fol- 
owing railways: ten to the Mysore State 
Railway, fourteen to the Nizam of 
{yderabad State Railways, and twenty to 
he Burma State Railways. The design of 
he locomotives conforms mainly to that 
of existing locomotives of this class 
previously supplied by the Vulcan 
Foundry but embody modifications and 
improvements. 

The boilers have the Belpaire type of 
firebox with an inner firebox of steel, 
and three arch tubes carrying the firebrick 
arch: flexible stays are provided in the 
braking zones. The roof stays are direct, 
with the exception of four front rows, which 
are flexible. All stays are of Longstrand 


steel. A Joco regulator is fitted in the 
dome, and a 2l-element Melesco super- 
heater header is provided. 

The firegrate has a drop section at the 
front of the rocking firebars, hand oper- 
ated from the cab; the ashpan is the all- 
welded hopper type with air doors at the 
sides and rear. The dump door is operated 
by a handle on the left-hand side of the 
engine. A steam stand is provided with 
valves for supplying steam to injectors, 
ejectors, soot blowers, and other fittings. 

The cylinders are 17 in. dia. Xx 24 in. 
stroke and are fitted with cast-iron barrel 
liners. Steam distribution is effected by 
8 in. dia. piston valves actuated by Wal- 
schaerts valve gear, and Skefko roller bear- 
ings are provided for the eccentric cranks. 
The connecting rod little ends are oil lubri- 
cated, while the big ends, coupling rods and 
the bronze coupled axleboxes are grease 


General view of * YD” class locomotive 
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lubricated. A Wakefield A.C. Type 2 
Feed sight-feed lubricator provides oil lubri- 
cation to the cylinders and piston valves. 

The principal dimensions are as 
follow :— 


Cylinders (2) ie 17in.dia. x 24in.stroke 
Coupled wheels, dia. 4 ft. O in. 
Truck wheel, dia. ... 2 fe. 44 in. 
Total engine wheelbase 27 ft. Din. 
Heating surface :— 

Boiler and fluetubes ... 1,248 sq. ft. 

Firebox and arch tubes 147 sq. ft. 

Total evaporative «as b90 ee &. 

Superheater pon --- 310 sq. fe. 

Total e si ... 1,705 sq. fe. 

Grate area éxa eel 26 sq. ft. 
Boiler pressure ai aie 180 Ib. per sq. in. 
Tractive effort at 85 per 

cent. boiler pressure 22,110 Ib 
Tender tank capacity 3,000 gal 


Coal capacity ““< xed 8 tons 
Total weight, engine and 


tender in working order 95-8 tons 


The frames are of plate construction and 
are well stayed throughout; a saddle cast- 
ing between the cylinders supports the 
smokebox and boiler at the front end, the 
rear supports at the front of the firebox being 
on the frame joint casting. The front and 

(Continued on page 681) 
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e . 
A Diesel-Electric Track Sweeper 
To remove cinders and wagon Spillings from the track, a 
combined diesel-electric scarifier, sweeper, and conveyor 
machine is now in service on the Pennsylvania Railroad 
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Scarifier loosening the spillings littering the track 


S OME years ago the Pennsylvania Rail- 

road introduced a_ track-sweeping 
machine for removing cinders, spillings 
from coal and other wagons, and loco 
motive sand that constantly accumulated 
on certain sections, especially in hump 
yards. It was a steam-worked unit pro- 
pelled and supplied with steam by a speci- 
ally-equipped locomotive. It is still in 
use, but has more recently been supple- 


mented by a new diesel-electric unit, which 
not only sweeps the track, but also dis 
charges the sweepings on to a system of 
electrically-worked conveyors feeding a 
rake of hopper wagons. 

When in service, this sweeping train is 
made up of a cabin car, several hopper 
wagons, the sweeper car, a power Car, a 
tool and supplies car, and a locomotive to 
propel the train. 
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The sweeping car was specially de: 
and built in the railway worksho; 
Altoona. It has a floored platform 
each bogie, but the space between 
platforms is spanned by steel trusses, s 
in one of our illustrations. From the 
end of this truss span is suspended a s 
fier consisting of 18 curved strij 
spring steel each having a detachable 
ging tooth. Ten of the prongs rake 
tween the rails and the other eight ou 
the rails, four on each side. They 
mounted on a transverse shaft which 
be rotated by compressed air, thus ri 
or lowering the blades, and exerting 
sure on them as required. 

The sweeper is a rotating broom 
prising a metal shaft with a numbe 
arms or brackets to which are bolted 
segments forming a closed cylinder. 
broom “ bristles” are U-shaped steel s 
4 in. x ge in. in section and about a 
long, as shaped: the open ends of tl 
pass through holes in the segments 
project outwards to form a_ bi 
8 ft. 6 in. long and 3 ft. in diam 
Laterally, the broom is divided into 1 
sections with spaces between them for 
rails when it is lowered for sweeping 

The broom, a drag-conveyor into w 
it sweeps the dirt, and an initial sys 
of conveyors for carrying it to the wa 
conveyors, are enclosed in a heavy m 
frame or housing. The front end of 
sweeping assembly is hinged to the unc 
side of this frame by means of a coup! 
bar and universal couplings, providing 
both vertical and also lateral movem 
of the rear end of the broom-assembl) 
suit curvature. The rear end of 
assembly, containing the broom, is carried 
by two flanged wheels to keep it in props 
position on straight or curved track. 

The sweeping train is propelled at spec 
of 2 to 24 m.p.h., and the broom rotates 
at 100 r.p.m., effectively removing all 
fuse down to a level just below the tops 
of the sleepers. It throws the sweepings 
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The two hopper wagons immediately preceding the sweeper, with their serially operated conveyors 
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nto the first drag-conveyor just ahead of 

which in turn raises it 3 ft., and de- 
osits it on a lateral screw conveyor. The 
tter collects the dirt from both sides of 
e vehicle to the centre and delivers it 
ito a receiver, whence it is carried by a 
econd drag-conveyor and thrown on to 
he first hopper-wagon conveyor. The 
opper Wagon conveyors are so constructed 


s to deposit the refuse throughout the 
ength of the car being loaded. In this 


vay the hoppers are loaded - serially 
ywards the leading end of the train, each 
aving its Own conveyor except the lead- 
ng hopper, which is loaded by the con- 
2yor on the one immediately behind it. 

A single electric motor works both the 
weeper and the first drag-surveyor by 
neans of chain drives. Each of the other 
conveyor-units is  chain-driven by a 
eparate motor. The whole of this mech- 
inism is electrically interlocked so that 
all the units must be in operation before 
the sweeper begins work. The hopper 
conveyors are removed from the loaded 
and transferred to empty vehicles at the 
end of each working day by means of a 
5-ton pillar-type crane mounted on the 
rear end of the sweeper car. 

In the power car are two 75-kW. gene- 
rators direct-coupled to a 200-h.p. diesel 
engine, and providing current at 230 V. 
The tool car includes a_ petrol-electric 
generator for supplying light for night 


working. The operating staff consists of a 
foreman, a work-equipment engineer, a 
permanent-way gangman, and a machine 
operator. The supervisor of track in whose 


length the train is working, is responsible 
for making preliminary arrangements with 
the Operating Department for 


THE RAILWAY GAZETTE 





The sweeper car at work ; 
lowered from beneath the girder frame 


ing of the sweeper, and for its efficient 
operation. He reports daily to that de- 
partment the progress of the sweeping so 
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note the scarifier scraping the track and sweeper 


For the particulars given above and the 
accompanying photographic illustrations 
we are indebted to our American con- 
Railway Engineering & Main- 











Electrification and New Construction 
in Luxembourg 
(Concluded 675) 

direct railway between Luxembourg city 
and the mining district in the south-west 
of the Grand Duchy, and the industrial 
region of the Saar has been discussed 
several times. The distance is only some 
60 miles in a straight line, but at present 
traffic has to follow a circuitous course, 
either via Thionville in France or via 
Karthaus in Germany. 

The line now projected will leave the 
existing Bettembourg-Oetrange chord line 
near the village of Syren and run south- 
eastwards to the frontier of Remich. From 
Nennig, a village across the River Moselle 
facing Remich, it will continue on Saar 
territory to Merzig where it will join the 
Trier-Saarbrucken main line. 

The new railway will have more than 
local importance as it wiil provide a new 
route between the Netherlands and Bel- 
gium and Central Europe. It will benefit 
Luxembourg economy by facilitating the 
—e of iron from the Grand Duchy 
to the Saar and of coal from the _ for 
domestic use in Luxembourg. i 

As a passenger route it will be of equal 
value in that it will form a connection 


Jrom page 


between the Brussels-Basle international 
line and the important line from Saar- 
brucken to Mannheim. The portion of 


the new line in Luxembourg territory will 
have a length of 74 miles, and will in- 
clude a junction station at Syren, an 
important station at Remich, and two 
intermediate stations. The difference in 
level between Syren and Remich, of 400 
ft.. and the hilly country to be traversed 
will make the cost rather high and it is 
estimated at 300.000.000 Belgian francs. 


bourg Ministry of State. 


TRANSPORT SILVER JUBILEE 
SCHOLARSHIP.—The council of the Institute 
of Transport invites applications from 
members of the Institute for the award in 
1950 of the Silver Jubilee Scholarship, of 
value not exceeding £150. Applications 
must be made on a form to be obtained 
from the Secretary of the Institute, 80. 
Portland Place, London, W.1, with whom 
it must be deposited not later than May 
31, 1950. Each application must be sup 
ported by a Member (M.Inst.T.) of the 
Institute who, by personal contact, has 
had the opportunity to form an opinion 
of the suitability of the applicant. The 
member awarded the Silver Jubilee 
Scholarship qualifies also for the F. C. 
Coleman Modern Transport Award. 


INSTITUTE OF 


ELECTRIC-HORSES FOR COLLECTION AND 
DELIVERY SERVICES.—British Railways is 
experimenting with electric-horses for road 
collection and delivery services for goods 


traffic, and with electric vans for parcels 
traffic. A number of British firms has 
already produced prototype electric 
vehicles designed for railway  cartage 
work and these are now undergoing tests 
in service, as follows:—30-cwt. electric- 
horse at Eastbourne; 2-ton electric-horse 
at Hull; 2-ton electric-horse at Kings 
Cross: l-ton parcels vans (of different 
types) in Glasgow and Bath; 25-cwt. 


parcels van at Hull; 2-ton parcels van at 
Kings Cross. The electric-horses can be 
coupled to. or released from, a trailer in 
a few seconds, and can turn in little more 
than their length. They are supplied with 


batteries which have sufficient power for 
a normal day’s work and are re-charged 
overnight, 


MOND NICKEL FELLOWSHIPS.—The 
Mond Nickel Fellowships Committee has 
announced the following awards for 
1949:—To Mr. J. Monaghan (Stewarts 
and Lloyds Limited), to study the method 
of control and administration of basic 
open-hearth operation and practice in the 
steel industry in the U.S.A.; and toMr.R. 
Stewartson (United Steel Co. Ltd.), to 
study the design and operation of modern 
hot rolling mill plant in the U.S.A. The 


that the train shall not be delayed and to temporary 
the work- minimise interference with traffic. tenance. 
The toregoing details are taken from 
the information bulletin of the Luxem- 


committee states that it will at a later 
date invite application for awards for 
1950. Full particulars may be obtained 


from the Secretary, Mond Nickel Fellow- 
ships Committee, 4, Grosvenor Gardens, 
London, S.W.1 (telephone: Sloane 0061). 





Vulcan 2-8-2 ‘** YD” Class 
Locomotives 

(Concluded from page 679) 
hind trucks are of the radial arm type, side 
spring controlled, and fitted with Timken 
cannon type roller bearing axleboxes on 
the front truck, and Timken T.S.B. type 
roller bearing axleboxes on the hind truck, 
the latter replacing the Cartazzi type of 
hind truck. The tender tank is of all- 
welded construction, and the bogies are 
fitted with Timken roller bearing axle- 
boxes. 

Inspection and supervision of the build- 
ing of the locomotives was carried out for 
the Mysore and Burma Railways by the 
Consulting Engineers, Messrs. Rendel, 
Palmer & Tritton, and for the Nizam’s 
State Railway by Messrs. Freeman. Fox 
& Partners. 
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Rhone Bridge on Geneva Junction Railway 








Completed viaduct over River Rhone at Geneva on line under construction between the Cornavin and Eaux-Vives stations. 


referred to on page 673 of this issue 








Victorian Railways Refreshment Services 


A 


ae the os 


Part of a buffet on the Victorian Railways serving hot one-course meals and light refreshments. (See also 
illustrations on page 654 of our December 2 issue) 
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RAILWAY 


PERSONAL 


Mr. A. H. Peppercorn. Chief Mechani- 
al Engineer, Eastern & North Eastern 
Regions, British Railways, is retiring on 
December 31. 


Mr. R. H. Wilson and Mr. E. S. Hunt 
yave been appointed Directors of the 
frent Motor Traction Co. Ltd., in place 
of Mr. S. H. Fisher and Mr. W. R. 
Candlin, who have resigned. 





The appointment has_ been 
gazetted of Major-General L. 
Wansbrough-Jones, late R.E., 
from Chief Administrative 


Officer & Deputy Chief of 
Staff (Executive), Control 
Commission for Germany, 


to be Chief of Staff. Control 
Commission for Germany. 

The late Sir Frederick 
Heaton, who at the time of 
his death was Chairman, and 
until shortly before had been 
for over 23 years Managing 
Director of Thomas Tilling 
Limited. left £233,017. 

Sir Charles Bruce Gardner 
has been elected Vice-Chair- 
man of Crompton Parkinson 
Limited. 

We regret to record the 
death on December 3, at the 
age of 73, of Sir George 
Etherton, — for many years 
Clerk of the Lancashire 
County Council, who was a 
Member of the Railway 
Assessment Authority from 
1930 to 1947, and of the War 
Damage Commission from 
1944 to 1948. 


The late Sir Charles Her 
bert Armstrong, who was 
Chairman of the Great Indian 
Peninsula Railway Annuities, 
and had been Chairman of 
the Great Indian Peninsula 
Railway Company from 1917 
to 1925, left £81.141. 

The Dollar Exports Board 
has announced that Sir Graham 
Cunningham has resigned from 
the Chairmanship of the board. After 
consultation with its sponsoring organisa- 
tions (the Federation of British Industries. 
the City Advisory Group, the Association 
of British Chambers of Commerce, the 
National Union of Manufacturers, and 
the Trades -Union Congress), the board 
has appointed Sir Cecil Weir to be its 
full-time Chairman and chief executive. 


Nr. ‘©... J. Field will shortly take up 
the appointment of Training & Educa- 
tion Officer at the Headquarters of the 
Road Haulage Executive. After service 
with the’ R.A.F. from 1941 to 1945, as 
Senior Education Officer at Blackpool, 
Mr. Field was appointed Staff Training & 
Education Officer. and Assistant Personne! 
Division Manager, of British Drug Houses 
Limited in 1945, and later became Chief 
Education & Training Officer of the 
Brush Electrical Engineering Co. Ltd. and 
associated companies. He is a Memder of 
Council of the British Association for 
Commercial & Industrial Education. 
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Dr. W. Meile. President of the General 
Management, Swiss Federal Railways. 
who, as recorded in our November 4 
issue, is retiring at the end of this year, 
was born at Mosnang (St. Gallen), on 
August 6, 1886. He studied economics at 
Fribourg, Berne, Munich—where he took 
his doctor’s degree—and Berlin. After 
travelling several times to study economic 
questions. he was head of the Secretarial 
Department of the North-East Swiss 





Dr. W. 


Meile 


President of the General Management, Swiss 


Federal Railways, who is retiring 


Rhine Navigation Association at St. 
Gallen from 1913 to 1916. From 1916 to 
1917 he was Editor of the Swiss Exporter; 
and from 1917 to the beginning of 1938 
was Manager of the Swiss Industries Fair. 
From 1919 to 1923 he was a member of 
the No. 3 Region Railway Council. He 
was National Councillor, 1936-38, and 
representative of the Federal Council on 
the new board of the Swiss People’s 
Bank, and a member of the management 
and supervisory committee of the Swiss 
Trade Development Institute. He is 
President of the Committee for Advising 
on Higher Professional Education & 
Qualifications. In 1938 Dr. Meile was 
appointed General Manager (Commercial 
& Legal), Swiss Federal Railways, and 
since 1940 has been President of the 
General Management. 

We regret to record the death. on Nov- 
ember 24, in his 66th year, of Mr. C.J. A. 
Galloway, Director & London Works 
Manager of Keith Blackman Limited. 
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NEWS SECTION 


VICTORIAN GOVERNMENT RAILWAYS 

Mr. O. G. Meyer, hitherto Director of 
Mechanical Engineering, Rail Standardi- 
sation Division, Commonwealth Depart- 
ment of Transport, has been appointed a 
Commissioner of the Victorian Govern- 
ment Railways. Mr. Norman Quail, 
Chairman of the Staff Board, has been 
appointed Secretary for Railways. in suc- 
cession to Mr. Burt Kelly, who has 
retired. 





We regret to record the 
death, on December 4, at the 
age of 67, of Lord Pender, 
formerly for many years 
Chairman & Managing Direc- 
tor of Cable & Wireless 
Limited. 


Mr. A. M. Leiper. Chief 
Engineer of Hadfields Limited, 
has been appointed a Local 
Director of the company. 

We regret to record the 
death, at the age of 76, of 
Mr. A. T. Fidler, until recently 
Assistant Secretary of the Dun- 
lop Rubber Co. Ltd. 





We regret to record the death 
on December 5 of Mr. John 
Patrick Graham, lately District 
Engineer, Palestine Railways. 

We regret to record the death 
on December 4 of Mr. Harry 
Thomas Thorne, Chairman of 
Dawnays Limited. 





INTERNATIONAL RAILWAY 
CONGRESS 

The following are among 
those who are to act as re- 
porters in the preparation and 
submission of papers to the 
fifteenth session of the Inter- 
national Railway Congress to be 
held in Rome from September 
25 to October 4, 1950 (see also 
editorial note in our last week’s 
issue) : — 

First Section: Way & Works: 
Messrs. A. Dean, Chief Officer, 
Engineering (Works), Railway 
Executive; P. Croom-Johnson, 
Chief Engineer, London Trans- 
port Executive; J. I. Campbell, 
Civil Engineer, Eastern Region; 
J. W. Watkins, Operating Superintendent, 
London Midland Region. 

Second Section: Locomotives and Roll- 
ing Stock: Messrs. E. Pugson, Chief 
Officer (Carriage & Wagon Construction 
& Maintenance), Railway Executive; 
W. S. Graff-Baker, Chief Mechanical 
Engineer (Railways), London Transport 
Executive. 

Third Section: Working: Messrs. 
E. W. Rostern, Operating Superintendent, 
Eastern & North Eastern Regions; H. H. 
Dyer, Chief Executive Officer, Engineer- 
ing (Signals & Telecommunications), 
Railway Executive. 

Fourth Section: General: Mr. P. H. 
Sarma, Director of Wagon Interchange & 
General Secretary, Indian Railway Con- 
ference Association. 


Fifth Section: Light Railways & 
Colonial Railways: Messrs. J. R. Far- 
quharson, Deputy General Manager & 


Chief Engineer, East African Railways & 
Harbours; H. W. Jackson, Chief Signal 
Engineer, South African Railways. 
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Mr. A. W. Norman, who. as recorded 
in our December 2 issue, is retiring at 
the end of'this month from the position 
of Chief Officer (Stores) at Railway 
Executive Headquarters, commenced his 
career with the L.N.W.R. in the Goods 
Agent’s Office, Broad Street. After four 
years in various sections, he was trans- 
ferred te the London District Goods Man 
ager’s staff. He was a student at the 
London School of Economics, and gained 
1 “first” in both Railway Operating and 
Railway Law. In 1910 he was transferred 
to the then newly-formed Buying Section 
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Norman is a Freeman of the City of 
London; his grandfather was admitted a 
Freeman a little over 100 years ago. 


Lord Cunliffe has been appointed 
Chairman of the National Gas & Oll 
Engine Co, Ltd., and Mr. A. P. Good be- 


comes Deputy Chairman. 





Mr. J. R. Sainsbury, Resident Engineer. 
North & South Shields Docks, Tyne Im- 
provement Commission, has been ap- 
pointed Chief Assistant Engineer of the 
Commission, in succession to Mr. R. B. 
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Mr. P. R. Hickman. O.B.E.. St 
Superintendent, London Midland Re ; 
who, as recorded in our Decemb ? 
issue, has been appointed Chief Ot 
(Stores) at Railway Executive H 
quarters from January 1, began his - 
way career in the Stores Departmen: >f 
the Midland Railway at Derby in 1° '5, 
He was transferred to Euston in 192¢ as 
Assistant (Stores Inspection) to the C’ ef 
Stores Suverintendent of the L.M-S Q, 
and four years later became Gen: 4| 
Assistant. Between 1943 and 1945 
Hickman was Chief Superintendent 





Mr. A. W. Norman 


Who is retiring from the position of Chief Officer 
Railway Executive 


(Stores), 


of the General Manager’s Office, and 
organised (under the supervision of Mr. 
S. H. Hunt) the purchasing arrangements 
for the company’s hotels and refreshment 
rooms. Mr. Norman was appointed Head 
of the Section dealing with iron and steel. 
non-ferrous metals, and other materials. in 
1915, and in 1919 became Assistant in the 
Buying Section of the General Manager's 
Office. In 1922 he was transferred to the 
office of the Divisional Stores Superin 
tendent. during which time he conducted 
a special investigation (on behalf of the 
General Manager) into the realisation of 
excess and obsolete stores. In 1928 he 
spent some months in America and 
Canada in connection with a special in- 
quiry on behalf of the President of the 
L.M.S.R. In 1929 he was appointed Assis- 
tant to the Chief Stores Superintendent; 
in 1933. Assistant Chief Stores Superinten- 
dent, and, in 1946. Chief Stores Superinten 
dent, when he was appointed also Chair- 
man of the R.E.C. Stores Committee. He 
was appointed Chief Officer (Stores), Rail 
way Executive. on January 1. 1948. Mr. 


Porter, who recently became Chief Engi 
neer. Mr. Sainsbury joined the Commis- 
sion in July, 1947, having previously 
been Resident Assistant Engineer, New- 
port Docks, Great Western Railway, 


We regret to record the death, on 
November 29, as the result of a road 
accident, at the age of 69, of the Earl 
of Verulam, Chairman of Enfield Cables 
Limited, Sterno] Limited and other com- 
panies. 

Docks & INLAND WATERWAYS EXECUTIVI 

The Docks & Inland Waterways 
Executive announces the following 


appointments: 

Mr, J. T. Evans, Divisional Engineer, 
South Western Division, Inland Water- 
ways, to be Research Officer to the 


Executive. 

Mr. F. G. B. Clayton, 
neer, North Western Division, 
Waterways, to be Divisional 
South Western Division, 
ways. 


Engi- 
Inland 
Engineer, 
Inland Water- 


District 


Mr. 
Appointed Chief Officer (Stores), 


P. R. Hickman 


Railway Executive 
from January | 


Sea Transport Stores, Ministry of War 
Transport, and in that capacity visited the 
U.S.A., Canada. India. Ceylon, South 
Africa, the Mediterranean area and North 
West Europe. He resumed his duties with 
the former L.M.S.R. in January, 1946, as 
General Assistant, and in May of that 
year was appointed Assistant Chief Stores 
Superintendent. He became Regional 
Stores Superintendent in March, 1948. 
Mr. Hickman was made an O.B.E., in the 
King’s Birthday Honours, 1946. 

Mr. H. West has been appointed Assis 
tant Chief Electrical Engineer of the 
Metropolitan-Vickers Electrical Co. Ltd. 
After a short period in the Intelligence 
Section of that company’s Research De 
partment, Mr. West joined the Motor 
Engineering Department, for which he 
had been specially selected to undertake 
development work. eventually becoming 
Chief Engineer, Motor & Welding De- 
partments. Since 1935 he has travelled 
extensively on behalf of Metropolitan- 
Vickers in Europe and America, 
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British Transport Commission Annual Report 


House of Commons debate on the first annual report, 
statement of accounts, and Statistics of the B.T.C. for 1948 


Mr. Alfred Barnes (Minister of Trans- 
port), in the House of Commons on 
December 1 moved “That this House 
takes note of the first annual report, 
statement of accounts and statistics of the 
British Transport Commission for 1948.” 
He said that during the war, and up to 
1947, the Minister of Transport had 
been directly responsible to the House 
in connection with inland transport; and 
during the war itself that had presented 
no particular difficulty, but in peacetime 
conditions the type of question directed 
to the Minister concerned itself more and 
more with details of management. The 
Transport Act had created statutory 
bodies and defined the responsibility of 
the Minister; and he certainly had found 
the present arrangement more practical. 
The annual report now being considered 
would give Members all the information 
on which they could form a proper judg- 
ment as to whether the Minister and the 
B.T.C, had discharged their responsi- 
bilities. 

PROCESS OF INTEGRATION 

The House should bear in mind that 
the problem of railway finances was not 
peculiar to this country. Few, if any, 
railway systems of importance were 
making a profit today. In the United 
States, Canada. and France and other 
parts of Europe it was the same story 
of rising expenses and declining receipts. 
Every government had to decide whether 
the problem was to be met by a sub- 
sidy or by the process of integration. Our 
Government had decided that we should 
seek a solution by integration. He con- 
tended that, if the report and accounts 
of the B.T.C. were examined fairly, it 
would be seen that that process was be- 
coming possible. He considered the 
B.T.C. and its Executives had done a 
very good job in 1948. The report was a 
fine piece of work. No problem had been 
evaded, and all possible information was 
contained in it. Sir Cyril Hurcomb and 
his colleagues were entitled to commen- 
dation. 

It was a matter of great regret that, 
so early in the period of working of the 
B.T.C., it should have lost the services of 
Lord Ashfield by his untimely death. He 
knew of no person in this country who 
lhad done more to show the way of 
building up an efficient and integrated 
system of transport. He had not yet 
filled the vacancy. Lord Ashfield had had 
exceptional knowledge of road transport 
development, and Mr. Barnes desired that 
his post should be filled by some one 
with road transport experience. 


HEADQUARTERS STAFF 

Members would observe that the Com- 
mission had not created a large head- 
quarters staff. In paragraph 17, Sir Cyril 
Hurcomb referred to the considerable 
correspondence from Members of Parlia- 
ment which he answered personally. Be- 
fore taking his present position, Sir Cyril 
Hurcomb had been the Permanent Secre- 
tary of the Ministry of Transport, and 
was experienced in framing his (the 
Minister’s) replies to Members. He had 
all the necessary experience to deal with 
Members as Chairman of the Commis- 


sion. Mr. Barnes had received very few 
complaints from Members with regard to 
that procedure. 

One aspect of the Transport Act which 
it was incumbent on the Minister to im- 
plement dealt with the disclaimer of 
agreements, It gave the right to the 
Commission to disclaim any agreements 
entered into by the previous manage- 
ments if they were imprudent or not 
reasonably necessary. He drew attention 
to the statement in the report that over 
those vast and different undertakings no 
case had arisen necessitating the B.T.C. 
availing itself of that provision. That 
indicated a very high standard of adminis- 
trative conduct in those organisations. 


STAFF CONSULTATIVE ORGANISATION 

Turning to staff matters, Mr. Barnes 
pointed out that railway staff alone repre- 
sented 648,000 persons. Section 95 of 
the Act required the Commission, in con- 
sultation with the trade unions, to estab- 
lish adequate machinery for the negotia- 
tion of all matters in which they were 
interested. In the case of the railways 
and London Transport, the Commission 
had inherited negotiating machinery built 
up by long experience; but the Commis- 
sion had fully interpreted the spirit and 
intention of that section of the Act, and. 
on its own initiative, had considerably 
added to, and widened, the machinery of 
consultation between itself, its Execu- 
tives, and the unions. 

The machinery at the centre now con- 
sisted of a joint consultative council, 
representative of the Commission, the 
Executives and the principal unions, en- 
abling the main officials of the transport 
unions to meet periodically the Chair- 
men of the Commission and of all the 
Executives in an atmosphere in which the 
whole concern of British transport could 
be discussed freely and informally. In 
addition. for the railways there was a 
Joint Welfare Advisory Council of ten 
members, representing the Executive and 
the railway unions. There had been 
further established the Railways Joint 
Training, Education & Advisory Council. 

The problem of carrying the same 
function and facilities down to the other 
levels of railway and transport adminis- 
tration had proved a little more difficult, 
but had been tackled early. The Railway 
Executive had opened discussions with 
the unions on the machinery of consul- 
tation at all levels as early as January, 
1948. In July, 1948, the annual general 
meeting of the N.U.R. had carried a 
resolution demanding equal rights of de- 
cision with the management, and that 
had delayed developments. He was 
pleased now to state that the differences 
had been adjusted and agreement 
reached between the Railway Executive 
and the four unions concerned. 

The Railway Executive had under- 
taken (a) to give prior indication to the 
staff of contemplated lines of action; 
(b) to arrange for discussion of such pro- 
posals with staff representatives at appro- 
priate level; (c) to consider carefully 
representations of the staff concerning the 
proposals; and (d) to notify the decision 
reached by the management, with ex- 
planations in any instance where it was 
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not practicable nor desirable to give 
effect to the representations of the staff. 


CHARGES SCHEMES 

Provision had been made originally 
that the charges schemes of the Commis- 
sion should be produced within two years 
from the passing of the Act, but the 
Commission had not found that possible. 

Sir Arthur Salter (Oxford University— 
Ind.) asked if the Minister could give any 
idea how long it would be before the 
charges schemes were produced? 

Mr. Barnes said he had allowed an ex- 
tension of two years. Sir William Wood 
had been placed in charge of the intricate 
and difficult task, and he doubted whether 
anybody in the country was more suit- 
able to handle it than Sir William Wood. 

Concerning the statement he had made 
on November 28 about the proposed in- 
crease in freight charges, the Minister 
reminded the House that he had then 
said the increase was in no way related 
to the principles on which a_ future 
charges scheme would be based, but that 
they were continuing the flat rate per- 
centage increase which had been a feature 
of the system during the period of 
control. 

The Commission intended shortly to 
make available to all trading bodies an 
outline of the principles on which it was 
proposed to found the actual scheme of 
charges, including conditions of carriage, 
methods of measuring distances and other 
matters, which ought to be settled before 
the actual classification of goods or the 
rates of charges were elaborated. The 
Commission intended to consult trading 
bodies at the earliest possible stage on 
those matters, and hoped that in the next 
few months considerable progress would 
be seen. Meanwhile, all the preparatory 
details necessary to the preparation of a 
full scheme were being carried out. 


INCREASE IN GOODS RATES 
No one denied that any increase in 
charges would find its way to the costs of 
British products. but he found it difficult 


to assess the incidence of an increased 
charge of the kind under discussion. 
He emphasised that the proposal 


would have to go before the  per- 
manent members of the Transport 
Tribunal. Most export goods, especi- 
ally for the American market, were of a 
consumer character and, generally speak- 
ing, represented high quality and fairly 
high prices; they did not represent com- 
modities in bulk. He thought the main 
weight of the increase would fall on the 
heavy industrial products which repre- 
sented the main traffic of the railways. 
In the case of coal, as far as he could 
ascertain, the increased cost was likely to 
vary from Is. to 4s. a ton according to 
the length of the haul, and, in the case 
of steel, from 8s. to 10s. a ton, according 
to the price of steel ranging from £17 to 
£21 a ton. 

That brought them to the question 
whether, if they were not to proceed on 
those lines, they should turn towards a 
subsidy as a temporary solution. It was 
not for him to anticipate the decision of 
the Government, but he thought it would 
be unwise, within two years, to go back 
on the main responsibility of the Com- 
mission, that was, to make its under- 
takings pay, and before the purpose of 
the Act, namely, the integration of ser- 
vices, had had time to be decided. 
Further, he did not consider the House 
should influence the industry to assume 
that its problems could be transferred to 
the taxpayer. 
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For a year or two the finances of the 
Commission were bound to be dominated 
by railway .finance. They should not 
assume that the prospects of the railways 
were to be permanently gloomy. They 
had seen in relatively recent years the 
transformation made in transport systems 
provided the proper lines were followed. 
Given the necessary capital resources, 
and enabling the railways to adjust them- 
selves to modern conditions, so arranging 
matters with the road services nationally, 
as they did in London, that they were 
not mutually ruinous but mutually com- 
plementary, who in Parliament today 
could say that, in a few years time, they 
might not change the whole problem of 
railway finance? He was convinced they 
could, provided they gave them time and 
understanding. 

Turning to the Opposition amendment 
regretting “the loss sustained in 1948, 
the further marked deterioration § dis- 
closed in 1949, the mounting costs and 
the increased fares and rates so detri- 
mental to the public,’ Mr. Barnes said 
that the primary responsibility for the 
present situation rested on the Con- 
servatives, because they had failed to deal 
with the developing problem between 
1918 and 1938. The deterioration in 1949 
was due in the main to mounting costs; 
certainly it was not due to _ inefficient 
management. Referring to the increase 
in staff costs, he asked whether the Con- 
servative Party could have insulated the 
railways from the general price level pre- 
vailing? Railwaymen had never repre- 
sented the higher level of wages in the 
community. 


ROAD TRANSPORT 

The Road Haulage Executive had made 
considerable progress. The report of the 
B.T.C. stated that up to the end of 1948 
the Executive had acquired by voluntary 
agreement 8,208 vehicles and 1,717 
trailers. He was now able to bring those 
figures up to date. The total fleet of the 
Executive was now 28,469 vehicles and 
3,256 trailers. When that process was 
complete, it estimated that it would have 
something like 42,000 vehicles. He was 
satisfied that, when the road _ haulage 
process was complete, and when the rest 
of the country followed the same _ plan, 
through the area schemes, as had been 
applied in London in 1933, they would 
get that balance betwen the receipts and 
expenditure of road and rail transport 
which would enable the Commission on 
the whole to pay its way. 

Most people at present thought in 
terms always of restricting railway 
development in the interests of the roads. 
His early remarks suggested that they 
should not too hastily form that con- 
clusion. The railways of this country 
had an enormous capital. Steadily, those 
factors that represented charges, in so far 
as they were obsolescent, would have to 
be reduced. Secondly, by the process of 
new forms of traction, which they had 
seen produce remarkable results in many 
directions, by the pooling of capital, and 
the replacing of, let them say, steam by 
electric traction, he was confident that 
the appeal of the railways would once 
more renew its force 


OpposiITION AMENDMENT 

Sir David Maxwell Fyfe (Liverpool. 
West Derby—C.) moved the following 
amendment to the motion: “but regrets 
the loss sustained in 1948, the further 
marked deterioration disclosed in 1949. the 
mounting costs and the increased fares 
and rates so detrimental to the public.” 
He said the Minister had himself ad- 
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mitted that integration depended on a 
— policy, and that the Commission 
had only been able to make a beginning. 
It was terrifying to face a position in 
which five years was the minimum period 
within which they would see a charges 
scheme. When increases had _ been 
announced a few days ago, the Minister 
had said they had nothing to do with the 
principles evolved up to now; so the 
present position was that, if progress was 
made in a few months, they had not the 
slightest idea whether those increases 
would cut right across the principles 
evolved. Merely raising the rates was 
neither a principle nor a_ policy: 
especially when trends indicated that 
traffic could not bear a further rise. 

The Minister had referred to the 
Commission’s small staff, but one had to 
consider the staffs of the Executives, and 
he viewed with some dismay the fact that 
no separate information was given of 
their numbers. 

There were six railway regions, eight 
road haulage divisions and four water- 
ways sections. There had been no 
attempt to bring those administrative 
areas into any form of co-ordination, and 
he asked how, when it was said that 
there were to be periodic meetings be- 
tween the lower-level officials, that co- 
Operation could be secured if there was 
that muddle as to different areas for 
different functions. 

The Minister, Sir David continued, had 
said there had been no increase in rates 
since nationalisation. On October 1, 
1947, however, three months before 
nationalisation, there had been an_ in- 
crease in rates designed to bring in £65 
million to cover the £60 million lost on 
the previous year, although then wartime 
factors did not come into it. He thought 
the argument that there had been no in- 
crease since nationalisation did not appeal 
to the fair-minded controversialist. 


DELEGATION OF RESPONSIBILITY 

Referring to organisation, he did not 
think there was any excuse for the top- 
heavy weight of administration. There 
were two extra Executives, in the case of 
hotels and docks, which were doing only 
what the railway company boards had 
done before nationalisation. Power and 
responsibility should be given to the 
regional officers to manage the job in 
their areas. If that were done, it would 
only be necessary for them to meet in a 
committee to co-ordinate their work. 

He was worried to find an estimated 
decrease of 129.000 wagons. In 1947, at 
the time of the fuel crisis, the shortage of 
wagons had been a most important 
element. He was worried that the Com- 
mission thought it right to tackle future 
bad winters with fewer wagons. 

On the question of goods traffic coming 
under the Road Haulage Executive, Sir 
David asked the Minister to look into the 
matter of original permits. because there 
had been the feeling that the Executive 
had been too strict in anticipating what 
was original business. As to short- 
distance and excluded traffic, he said the 
Road Haulage Executive was filing appli- 
cations in regard to excluded traffics, and 
it was unfair that it should compete in 
the field when the © private- enterprise 
haulier was limited to his 25-mile radius. 
Thev also felt that the short-range haulier 
should not have been excluded from rail- 
way collection and delivery work. There 
had been many complaints that the 
Executive was undertaking jobs in which 
the private-enterprise haulier would 
demand a return load, and there was an 
excess use of vehicles of some 25 per 
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cent. He felt that bus undertakings ou 
to be left to the municipalities and co 
panies running them before national! 

tion. 


PARLIAMENTARY SECRETARY'S REPL) 

Mr. james Callaghan (Parliament 
Secretary to the Ministry of Transpo 
in the course of his reply for the Gove 
ment, said that when the Commission hid 
taken over there had been 168,000 wag. 
over 40 years old, many of them 
worth repairing. It was to a great ext 
those wagons which were being, and 
been, broken up. The Commission ¢ 
mated it had saved by the transfe: 
private wagons into public hands, with 
the consequent saving of selective shui: 
ing, and so on, about £1 million a year in 
interest. repairs and replacement, At | 
moment, 600 new wagons a week wer 
coming in. Some 13 per cent. had been 
awaiting repair at the end of 1947, « 
pared with 9°8 at the end of 1948. 

It was true there had been increases 
the staff of British Railways, particula 
since the end of the war. Railwaymen we: 
now working a 44-hour, against a 48 
hour, week. They also’ had secured 
12-day, against a six-day, holiday a yeu: 
Nevertheless, since December, 1948, there 
had been a reduction in railway staff of 
16,000. A review was being conducted | 
all supervisory posts created since the be 
ginning of the war. 

As to the question of the increase o! 
charges which had been asked for, M: 
Callaghan said the situation had been 
caused by three things: first, railway 
revenues had not come up to the expec- 
tations, not of the Commission, but of the 
body which had given it the last increase 
in rates, in October, 1947; secondly, the 
increase of wages; and thirdly, the in 
crease in cost of materials. 

The Commission was doing its best 
cut down additional expenses in which it 
had been involved. It was not replacing 
assets which the former main-line com 
panies had thought necessary—such things 
as locomotives. The companies had 
wanted to build 700 locomotives a yea 
but. as a result of their first review, 
British Railways wanted to build a fleet 
of only 400. That was a saving brought 
about by unification. It was because they 
had been able to scrap a large number of 
locomotives and wagons that they had 
been able to effect a great many of those 
economies. 

The railways, he continued, took every 
opportunity of reducing fares when they 
were sure of securing more revenue by so 
doing. During the year a large number 
of excursions had been run, and some- 
thing like 11 million people had travelled 
on cheap tickets, cheaper than the stan- 
dard rates, since January | this year. 

The Conservative policy for transport 
meant selling back to private enterprise 
part of the public transport system which 
was making a profit, and leaving in 
public hands the part making a loss. The 
Conservative Party policy was based on 
party prejudices and bore no relation to 
the needs of transport. 

The Commission proposed to prepare 
a charges policy which would cover both 
road and rail. There had always been a 
charges policy for rail, but never for 
road. The Commission hoped to be in a 
position by Christmas to communicate to 
the public the principles on which it pro- 
posed to proceed. It would then be ready 
to enter into discussions as to how the 
charges policy should operate in order 
that the nation could get the best out of 
both. 


Witts 
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On a division, the Opposition amend- 
ment was defeated by 303 to 149, and the 
Government motion was approved. 


DEMAND FOR FURTHER DEBATE 

A group of Conservative and National 
Liberal members have tabled in the House 
ff Commons a motion asking the 
Government to allot a further day to de- 
nate the British Transport Commission 
.ccounts. The motion complains that in- 
sufficient time has been allowed to debate 
iccounts covering railways, road trans- 
port, docks, inland waterways and many 
of the hotels. 


Argentine Debts for Locomotives 
Mr. A. G. Bottomley, Secretary to the 


Overseas Trade Department, ‘in the 
course of a letter to Captain S, T. 
Swingler, M.P. (Stafford—Lab.) concern- 


ing debts owing to locomotive manufac- 
turers for supplies to Argentina and work 
in progress, states: “I am most apprecia- 
tive of the energy which the locomotive 
manufacturers and other exporters have 
devoted to the Argentine market, and 1 
can certainly assure you that the question 
of the early settlement of all these arrears 
of payment due from Argentina is being 
kept in the forefront of the discussions 
now proceeding in Buenos Aires.” 

“T do not regard the situation as hope- 
less, and, if a settlement can be obtained 
by patient and careful negotiation, we 
shall obtain it. In these circumstances, I 
can only ask the locomotive manufac- 
turers and the other industries concerned. 
with whom I have every sympathy, to 
await the outcome of our efforts.” 

One firm, members of the Locomotive 
Manufacturers’ Association, said that. 
following Government advice, the Asso- 
ciation had paid special attention to 
Argentina, me as a result, had booked 
considerable orders for locomotives and 
accessories. The situation had landed 
several members in a very serious posi- 
tion. Large sums (well in excess of 
£1.000.000) were now owing to them. 
Although the Government had made 
several approaches to Argentina during 
trade discussions, there appeared to be no 
likelihood of the money being forthcom- 
ing in the near future, if at all. As a 
result, members of the Locomotive 
Manufacturers’ Association had been 
strongly advised not to do any business 
with Argentina unless payment was 
assured. 


Questions in Parliament 


Railways in Bechuanaland 

Mr. J. Parker (Dagenham—Lab.) on 
November 24 asked the Secretary of 
State for Commonwealth Relations 
whether, in view of the fact that the 
Southern Rhodesian Government pro- 
posed to sell the sections of the railway 
from Vryburg to Ramathlabama and 
from Ramathlabama to Palapye, respec- 
tively, the consent of His Majesty's 
Government had been asked and given 
for either transaction. 

Mr. Philip Noel-Baker (Secretary of 
State for Commonwealth Relations): No, 
Sir, I have no official information about 
the sale of any sections of the Rhodesian 
Railways; I have seen a press report that 
the Southern Rhodesian Government is 
prepared to consider selling to the Union 
Government the section of the railway 
from Vryburg to Ramathlabama, which 
lies in Union territory. I have not seen 
any reports of a proposal to sell the 
section in the Bechuanaland Protector- 
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ate. The question of His Majesty's 
Government's consent does not, therefore, 
arise. 

Mr. Parker: If the Southern Rhodesian 
Government desired to sell, would the 
consent of His Majesty’s Government 
have to be obtained? 

Mr. Noel-Baker: If the Southern 
Rhodesian Government desired to sell, it 
would not be a question of exercising the 
Union’s option, which can only be 
effected in 1970, and no formal consent 
would be required. In fact, the Higher 
Authority of the Rhodesian Railways in- 


cludes two persons nominated by His 
Majesty’s Government in the United 
Kingdom—the Governor of Northern 


Rhodesia and the High Commissioner for 
the High Commission Territories. There- 
fore, we should have a say, though no 
consent would be required. 


Criticism of Proposals to 
Increase Freight Charges 


Sir Robert Sinclair, President of the 
Federation of British Industries, in a letter 
to the Minister of Transport on Novem- 
ber 30, regarding the proposed increases in 
freight charges, said that proposals of such 
magnitude if adopted must result in wide- 
spread increases in the costs of industrial 
products, This would give industry a 
severe setback at a time when the greatest 
efforts were being made to reduce costs 
and prices. The resulting increases in 
prices would constitute a serious obstacle 
to the continued expansion of exports and 
would also contribute to an increase in the 
cost of living. 

The letter refers to the intention of the 
Minister to consult the Transport Tribunal 
in regard to this proposal, as laid down in 
Section 82 of the Transport Act, 1947, and 
expresses the view that the Central Trans- 
port Consultative Committee is also 
entitled to be consulted under Section 6 (7) 
of the Act. This the F.B.I. proposed to do. 

“Industrial users of transport,” con- 
tinued Sir Robert Sinclair, “feel entitled 
to be satisfied on two main issues :— 

“(1) That the most urgent and exhaus- 
tive examination will be made of possible 
operating economies before charges are in- 
creased. There are at least prima facie 
grounds for doubting if existing traffics 
justify an increase of more than 60.000 
since before the war in staffs employed on 
the railways, and this should be examined. 

‘(2) That an explanation will be given 
as to why the increases fa, wholly on 
freight traffic while passenger traffic this 
time is not called on to provide its share.” 


Staff & Labour Matters 
T.U.C, Wages Policy 


On November 30, representatives of the 
Confederation of Shipbuilding & Engi- 
neering Unions presented to the em- 
ployers their case for the £1 a week pay 
increase, contending that this could come 
out of profits without increasing the price 
of products, and that the claim did not 
conflict with T.U.C. policy, as production 
in the industry had increased. The 2.750.000 
workers affected include 40,000 railway 
shopmen, whose claim for a “ substan- 
tial” increase in pay was recently re- 
jected by the Railway Executive. 

Mr. H. G. Brotherton. President of the 
Confederation, stated that profits in the 
industry must now be well above £3 per 
week per person employed; and it was 
clear from published figures that rising 
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production since 1946 had gone for the 
most part to increase profits, whereas the 
rise in wages had not even kept pace with 
the cost of living. The employers 
promised to give a reply in due course. 

In the issue of The Railway Review 
for December 2 Mr. J. B. Figgins, 
General Secretary, N.U.R., explains why 
he was a dissentient at.the T.U.C. General 
Council meeting which approved the 
ag of wages restraint. “ The policy of 
the T.U.C.,” he writes, “is that a wage 
increase other than one arising as a result 
of increased production will not be justi- 
fiable until the cost of living has exceeded 
18 per cent. above June, 1947. This 
would mean that, so far as the bulk of 
railwaymen are concerned. there would 
be no possibility of obtaining an increase 
until the cost of living exceeded that of 
June, 1947, by 18 per cent.; consequently, 
the fall in the real wages of railwaymen 
would be very considerable, since they 
have had no increase since then.” 

Regarding the lower-paid railwaymen, 
Mr. Figgins states that there will be no 
doubt of the interpretation of the T.U.C. 
policy by employers, who will argue that 
the policy prohibits any wage advance 
except where there has been increased 
production. 


Joint Advisory Councils 

The first meeting of the British Rail- 
ways Joint Training & Education Advi- 
sory Council, the formation of which was 
referred to in an editorial note last week, 
was held on November 23, and was 
attended by Mr. W. P. Allen, Member 
of the Railway Executive for staff & 
establishment. and other officers, and also 
by representatives of the N.U.R., R.C.A., 


A.S.L.E. & F., and the trade union side 
of the Railway Shopmen’s National 
Council. 

PUBLIC TRANSPORT ASSOCIATION CONFER- 


ENCE.—The 1950 Conference of the Public 
Transport Association is to be held at 
Brighton on April 25-27. The conference 
headquarters will be at the Metropole 
Hotel, but all the business sessions and 
other functions will be held in the Royal 
Pavilion Estate. 


STEPHENSON LOCOMOTIVE SOCIETY DINNER. 
-The annual dinner of the Stephenson 


Locomotive Society, which was held at 
the Charing Cross Hotel, London, on 
December 2, marked the fortieth anni- 


versary of the Society’s existence. Mr. 
J. N. Maskelyne. President of the Society, 
was in the Chair, and after the Loyal 
toast, Mr. George Dow, Public Relations 
& Publicity Officer, British Railways, 
London Midland Region, proposed the 
toast of “The Society,” which was re- 
sponded to by the founder, Mr. L. E. 
Brailsford. Mr. Brailsford showed a 
number of souvenirs of the Society’s first 
dinner, and of its early years of existence. 
The Chairman of the Society, Mr. A. J. 
Boston, proposed the toast of “ British 
Railways,” to which Mr. D. S. M. Barrie, 
Public Relations Officer, Railway Execu- 
tive, responded. The President, in pro- 
posing the toast of “The Ladies and 
Guests,” gave an outline of the Society’s 
growth over 40 years, and Mr. G. R. 
Grigs, Chairman of the Railway Corre- 
spondence & Travel Society, responded. 
Finally, the Society’s expansion in the 
provinces was emphasised by Mr. 
R. A. H. Weight, Publicity Officer to the 
Society, in proposing the last toast, “ The 
Areas,” the reply being made by Mr. 
W. H. Whitworth, Vice-President. 
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Ministry of Transport Accident Report 


Near Hensall Station, London Midland 


Region, British Railways : 


Brigadier C. A. Langley, Inspecting 
Officer of Railways, Ministry of Transport, 
inquired into the accident which occurred 
at about 7 p.m. on March 2, 1949, at the 
public level crossing 530 yd. west of Hen- 
sall Station, on the Wakefield-Goole line, 
when a 20-ton brakevan being propelled 
at 25 to 30 m.p.h. on the up line collided 
with an eight-wheel motor tank lorry, 
crossing from the Goole direction, throw- 
ing it on the down line. The van was 
thrown clear but the engine fell over across 
the down line. Nobody was seriously in- 
jured. It was a fine dark night. 

The accompanying diagram shows the 
essential facts of the layout and the posi- 
tion just before the accident. 


THE CROSSING 

The line runs through flat country, and 
on approaching it from Goole a road user 
can see it first 1,000 yd. away, but the 
crossing gates, which are single and worked 
independently by hand, only come into full 
view at a range of 90 yd. On the other 
side this distance is 120 yd. There are no 
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70 road vehicles per hour by day and 30 
at night. Traffic has increased since, and 
on an afternoon in October, 1948, there 
was an average of three vehicles a minute. 
There is a booked weekday rail traffic of 
66 trains, 21 of them passenger, and it is 
estimated that the gates are closed to the 
road about 55 times each weekday, exclud- 
ing closings for specials and light engines. 
The gates are often closed for 5 to 10 min.; 

sometimes up to 30 min. The crossing is 


manned by a gatekeeper and his wife. The 
line is closed on Sundays. 

The crossing was authorised in 1845 
under the Wakefield, Pontefract & Goole 


Railway Act, and the line was opened in 
1848. No special provisions were made 
regarding the working of the crossing. The 
only other accident which has been re- 
ported at it was in June, 1932, when a 
stranded lorry was struck. The gates then 
were kept normally closed, but in Octo- 
ber, because of the density of the road 
traffic, the present arrangement of keeping 
them normally open to road vehicles was 
adopted. 
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propel the van to Pontefract and passed 
Hensall Station under clear signals. Hie 
saw nothing ahead of him, nor any lig 
of cars on the road. There was nothi: 
abnormal to attract his attention. Aft 
extricating himself from the overtur: 

engine he sent the fireman to Hensall sic- 
nal box, asked the guard to protect the 
down line, and extinguished his engi; 
fire. The fireman corroborated this. The 
guard saw no road traffic at the crossing 
He confirmed later the signals were off, 
and the gatekeeper told him no one had 
rung him about the up train. 

The signalman at Hensall Station 
he had been there about a year. He so 
times had to wait 3 min. before the g: 
keeper acknowledged his signal, and occa 
sionally had to repeat it. Once or twice 
he had sent the code signal again after the 
first acknowledgment, when there \ 
long delay in sending “gates close 
(2-1). 

After accepting at 6.44 p.m. the eng 
and brakevan he decided to wait a few 
minutes before ringing the gatekeeper and 
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at 6.47 p.m. a down freight train was 
offered. He did not accept it but gave t 
down code (3) to the crossing. This was 


correctly acknowledged, and a minute later 
2-1 was received. After acknowledging 
this he gave two beats, for the up tra 
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Diagram illustrating circumstances of collision near Hensall Station. 


gate targets, but a red lamp is shown at 
night, nor are there any fixed signals. 
There are a telephone and loud sounding 
bell at the hut, with duplicate bell, switched 
in from the hut, at the gatehouse porch, 
for communication to and from Hensall 
Station signal box. Rail movement is con- 
trolled by the signalman there who has to 
satisfy himself that the gates are closed to 
road traffic before accepting a down train, 
or clearing his advanced starting for an 
up train. The bell code for communicat- 
ing with the gatekeeper is given on the dia- 
gram. 

The code for a down train is sent when 
“is line clear?” is received for it from 
Whitley Bridge. For the up line it is 
normally sent on accepting a train from 
Hensall Junction, the box in rear, but it 
is usual to wait about 4 min. with a freight 
train. When up and down trains require 
to pass through the section at the same 
time the code for one of them is sent first, 
and when acknowledgment is received, by 
repetition, and then transmission of the 
“gates closed” (2-1) signal, the code for 
the other train is sent. This is then simi- 
larly acknowledged, to give assurance that 
the gates will be kept closed for the second 
train. 

Both rail and road traffic are heavy. At 
a census in 1934 there was an average of 


LOCOMOTIVE PROPELLING A 
BRAKE VAN STRUCK LORRY 
AT CROSSING 


In December, 1934, as a result of com- 
plaints, discussions took place between the 
Inspecting Officers and the railway. The 
question of making a Direction with re- 
gard to the normal position of the gates 

was considered, but the railway’s “appli- 
cation was not granted in view of the 
existing gate equipment. It was not found 
practicable to move Hensall Station box 
to the crossing, as it was required to con- 
trol another crossing and siding connec- 
tions there. Proyision of up-to- date equip- 
ment with interlocked signals was there- 


fore recommended, but was not under- 
taken because the West Riding County 
Council had a scheme for a_ bridge, 


scheduled early under a five-year plan. 
The programme was delayed and the war 
postponed the work. 


EVIDENCE 

The lorry driver said that he stopped at 
the closed crossing gates and had to wait 
for a down goods train to pass before 
the gatekeeper came out and opened the 
near-side gate. He began to move when 
the other one was being opened and had 
nearly cleared the line when an up train 
hit the back of his lorry. He spoke to the 
gatekeeper later, who said he knew noth- 
ing about that train coming. 

The driver of the engine said he had to 
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This was acknowledged by repetition and 
by 2-1. This he acknowledged (acknow 
ledgment of 2-1 is given by one beat) 
He accepted the down train and about 6 
min. later he received * ‘entering section.” 
He obtained “line clear” for the up 
movement and cleared his signals. 

The two trains passed him at about 6.58 
p.m. and he gave “out of section” for 
both. Offered a down light engine, he sent 
the down code to the crossing and a minute 


later received from there “ obstruction 
danger,” which he repeated to Whitley 
Bridge. The gatekeeper telephoned the 


news of the accident and declared he had 
not rung him for the up movement; the 
signalman replied that he had. 

A porter at the station said he called at 
the signal box at 6.45 p.m. He heard the 

‘is line clear?” signal for the engine and 
brake. A few minutes later a train was 
offered from Whitley Bridge. The signal 
man did not accept it but rang the 3 rings 
code to the crossing. This was acknow- 
ledged two minutes later and was followed 
by 2-1. He was quite sure that the signal- 
man acknowledged this and gave the up 
train code of 2 rings, which in turn was 
acknowledged and followed by 2-1. A 
minute after the trains passed he heard 
“obstruction danger,” left the box, and 
reported the accident to the stationmaster. 
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Tae gatekeeper had been employed there 
for 10 years. He often had difficulty in 
closing the gates; road drivers got im- 
patient. They frequently followed him 
over as he was opening the gates. Ata 
recent census they were closed 58 times 
n 24 hours; at night the average was 18 
to 20. 

He heard the down code of 3 rings about 
6.48 p.m. He was expecting such a train 
and closed the gates, giving the 2-1 signal, 
which was acknowledged. He was quite 
emphatic that he never received the signal 
for the up train and did not accept the 
suggestion that he mistook it for a re- 
peat of the down code, although he ad- 
mitted that having sent the 2-1 signal the 
original code was sometimes repeated to 
him. 

He had never any trouble with the 
working; it was a common occurrence for 
up and down trains to be accepted at the 
same time. By the time the down train 
passed several vehicles were waiting on 
each side. He opened the Goole gate 
first and was fastening it when the collision 
took place. He ran to the bell in his porch 
and as he reached it received another down 
code; he replied with “obstruction dan- 
ger.” 

INSPECTING OFFICER'S CONCLUSION 

Evidence in this case was conflicting. 
The gatekeeper, who spoke in a straight- 
forward maniier, was convinced he did not 
receive the second bell signal. The signal- 
man, also a good witness, was equally con- 
fident it was sent and was corroborated by 


the porter. Although the signalman’s 
attention possibly was diverted by some 
conversation with the porter, Brigadier 


Langley thinks it more probable that the 
gatekeeper forgot or misunderstood the 
up train code than that the signalman 
failed to send it. 

The gatekeeper had to rely entirely on 
his memory of these signals and had no 
visual aid. He may have forgotten that 
he had received signals for both trains 
wnen he opened the gates after the down 
one passed, especially as the up movement 
was unbooked, or he may have mistaken 
the up code for a repetition of the down. 
The signalman’s one beat acknowledgment 
of “gate closed” tollowed by two beats 
for an up train might well be taken as 
three rings for a down movement. 

The driver could do nothing to 
the collision. 


avert 


REMARKS 
Heavy road and rail traffic over this 
crossing make better protective arrange- 


ments a matter of urgency. The construc- 
tion of a bridge would undoubtedly be the 
best solution from every point of view, in- 
cluding saving delay to the road users. It 
is to be hoped that this will be undertaken 
as soon as financial conditions permit. In 
the meanwhile, home and distant signals 
interlocked with mechanically worked 
gites closing alternately across road and 
railway should be provided without delay. 
This work is likely to be sanctioned 
shortly. In these circumstances the instal- 
lation of block indicators is unnecessary. 
it is, however. desirable that the bell codes 
should be altered so as to prevent possible 
misunderstanding, which may have 
occurred in this case. 

The work has become so onerous that 
it is more than a man and his wife can be 
expected to do. After discussion with the 
Regional Officers, a third full-time crossing 
keeper has now been appointed, so that in 
future the present one will only have to 
work a single instead of a double shift 
each day 
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Notes and News 


Institute of Transport.—The annual 
general meeting of corporate members of 
the Institute of Transport will be held at 
80. Portland Place, London, W.1, at 5.45 
p.m. on Monday, December 19. 


Draughtsman (Civil Engineering) Re- 
quired.—A draughtsman (civil engineer- 
ing) is required by the Nigerian Govern 
ment Railway, for one tour of 18 to 24 
months in the first instance. See Official 
Notices on page 691. 


Qualified Bogie Designer Required.—A 
vacancy occurs for a fully qualified bogie 
designer with experience in all forms of 
locomotive and rolling stock bogies, and 
in particular motor bogies. See Official 
Notices on page 691. 


Collision near Littlehampton Station.— 
On Wednesday, November 30, the 8.18 
a.m. train from Littlehampton to Ford and 
the 8.4 a.m. from Bognor to London 
Bridge were in collision outside Little- 
hampton Station, Southern Region. Two 
persons were taken to hospital, but were 
not detained; there were no_ serious 
injuries. 


Harwich Continental Services.——The 
Eastern Region has announced that during 
the Christmas holiday period sailings of 
the Hook of Holland night service and 
Antwerp service will be maintained as 
usual, but that the Hook of Holland day 
service sailings in both directions will be 
cancelled on Christmas day. On the Har- 
wich-Esbjerg route, during the period 
December 19 to December 30 inclusive, 
the departures from Parkeston Quay will 
be on Monday, December 19, Thursday, 
December 22, and Friday, December 30. 
In the reverse direction there will be sail- 
ings from Esbjerg on Tuesday, December 
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20. and Wednesday, December 28. There 
will not be any alteration in the running 
times of the various Continental boat 
trains. 


Locomotive Draughtsman Required.—A 
locomotive draughtsman is required for 
electric locomotive design. Experience 
of electric or diesel-electric locomotives not 
essential. See Official Notices on page 691. 


Application for Higher Freight Rates.— 
Details are given on page 691 of the appli- 
cation by the British Transport Commission 
to the Minister of Transport for an in- 
crease in charges now to be heard by the 
Transport Tribunal. 


Chief Mechanical Engineer Required.— 
Applications are invited for the post of 
chief mechanical engineer, between 40 
and 45 years of age, required by the Egyp- 
tian Delta Light Railways. See Official 
Notices on page 691. 


Tyne Improvement Commission.—The 
Tyne Improvement Commissioners invite 
application from qualified persons, between 
32 and 45 years of age, for the position of 
senior assistant engineer under its chief 
engineer. See Official Notices on page 
691. 


Long-Distance Road Services Debated. 

A joint debate that “ The continuance 
of long-distance road passenger. services 
is unjustified, having regard to present 
economic conditions ” was arranged at the 
London School of Economics & Political 
Science on November 30, by the Railway 
Students’ Association, and the Institute of 
Transport, Metropolitan Graduate & 
Student Society. Mr. M. A. Cameron, 
Principal Traffic Officer, British Transport 
Commission and a Vice-President of the 

Railway Students’ Association, was in the 
Chair and the motion was proposed by 
Mr. K. J. Lee and seconded by Mr. J. W. 





Mr. J. H. Brebner, 


during his recent visit to Sweden, in a coach on the 


Swedish State Railways 


ed to Right: 


Mr. F. Bannock, Manager, Thomas Cook & Son, Stockholm; Mr. J. H. Brebner, 


Chief Public Relations & Publicity Officer, British Transport Commission ; Mr. Alan Whitworth, 


Director, Incorporated Society of British Advertisers ; 
Relations Department, Swedish State Railways. 


_and Mr. Nils Mard, Manager, Public 
(See editorial note in our issue of November 18) 
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Kent. Mr. J. F. Parke opposed the motion 
and was seconded by Mr. B. E. Hill. Each 
speaker was allowed ten minutes and a 
discussion ensued. The debate was sum- 
marised by Mr. Cameron and at a count 
the motion was defeated by 40 to 36. 


British Railways Continental Offices 
New Telegraphic Address.— Britrail.” 
followed by the name of the town, is to 
be the telegraphic address of all British 
Railways offices on the Continent as from 
January 1, 1950; existing telegraphic ad- 
dresses will be cancelled on that date. 


Hale & Hale (Tipton), Limited.—The 
directors of Hale & Hale (Tipton), 
Limited, recommend a final dividend on 
the ordinary shares of 15. per cent.. 
making 20 per cent. for the year, less tax 
The net profit for the year was £23.379 
including £6,022 dividends from subsidiary 
companies, compared with £25,405, in- 
cluding £12,903 dividends from sub- 
sidiaries, for the previous year. 


Railway Benevolent Institution.—At its 
meeting on November 23 the board of the 
Railway Benevolent Institution granted 
annuities to eight widows and five mem 
bers amounting to £232 19s. per annum, 
and authorised 27 grants amounting to 
£327 10s. from the special benevolent 
fund in cases of immediate necessity. 
Grants made from the casualty fund dur- 
ing the month of October amounted to 
£464 10s. 


International Sleeping Car Share Trust 
Limited.—The report for the year ended 
May 31, 1949, states that there has been 
no change in the situation regarding the 
trust’s £5,250,000 holding of Wagons-Lits 
preference and ordinary shares, which 
was seized during the war by the German 
authorities in France and Belgium, and 
has not yet been recovered; it has. there 
fore, been necessary to continue expendi 
ture on safeguarding the interests of the 
trust. Current assets are valued at £10.122, 
and the net loss was £440. The annual 
general meeting will be held at 3 p.m. to- 
day (December 9) at 10, Mayfair Place, 
London, W.1. 


Members of Docks & Inland Water- 
ways Executive Visit Merseyside.—Be 
tween December 7 and 9, this week, mem- 
bers of the Docks & Inland Waterways 
Executive are visiting Merseyside. for con- 
sultation with the harbour authorities and 
representatives of other interests con- 
cerned with the operation and use of the 
ports and docks of the area. The Execu 
tive is being represented by the follow- 
ing Members: Sir Reginald Hill (Chair- 
man), Sir Robert Letch, Mr. George Cad- 
bury, Mr. John Donovan, Sir Hector 
McNeill. and Sir Ernest Murrant. During 
their visit, Members of the Executive hope 
to meet representatives of the Mersey 
Docks & Harbour Board, Lever 
Brothers, Port Sunlight, Limited (in 
respect of Bromborough Dock), and 
other industrial establishments in the 
Merseyside area. The visit is one of a 
series the Executive is making in pur- 
suance of its duties under Section 66 of 
the Transport Act. 1947, which provi:'es 
that the British Transport Commission 
shall keep the trade harbours under re- 
view, with a view to determining whether 
the scheme-making powers conferred by 
Parliament should be exercised with 
respect to any trade harbour, or group of 
trade harbours. The Commission has 
delegated to the Executive the duty of 
keeping trade harbours under review and 
has requested the Executive to advise as 
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to whether schemes should be prepared 
for submission to the Minister of 
Transport. 


British Railwaymen’ Recruited for 
Australia——A thousand railwaymen have 
been recruited in Great Britain for work 
on the railways in Victoria, Australia. 
Preference was given to men with families. 
Che first party will sail from Britair early 
Next year. 


Assistant Establishment Officer Re- 
quired.—An assistant establishment officer, 
not over 35 years of age, is required by 
the Government of Nigeria for the railway 
department, for one tour of 18 to 24 
months, with prospect of permanency. See 
Official Notices on page 691 


London Transport Dramatic Club.— 
On December 1. 2 and 3, the London 
Transport Dramatic Club gave three per- 
formances of Noel Coward's farce 

Blithe Spirit at the Fortune Theatre. 
London, W.C.2. The acting of the cast of 
seven was of a very high standard and 
reflected great credit on the players and 
their producer, Miss Gladys Burchell. 


British Steel for Canada.—Mr. Edward 
Senior, Commercial Director of the 
British lron & Steel Federation, last week 
announced that orders worth between $15 
and $20 million are expected from 
Canada during the next 12 months. 
About half the tonnage has already been 
booked, including a valuable rail order 
for British Columbia, and steel plates, 
bars, and tubes are the other principal 
products to be exported. 


Eastern Region Christmas Trees.—To 
provide gifts for hospitals, orphanages, and 
charitable institutions, the North Eastern 
Region of British Railways this year will 
have Christmas trees at ten principal 
stations; namely, Newcastle. Scarborough, 
Tynemouth, West Hartlepool, South 
Shields. York, Hull, Middlesbrough, 
Harrogate, and Darlington. Last year, 
travellers and railway employees collected 
more than £5.100, and 11,548 parcels, toys 
and books. which brought the _ total 
amount collecied since 1935 to £27,109, 
and the number of parcels to over 59.000. 


Institute of Transport, 
Sect#on.—On December 5, Mr. Evan 
Evans, formerly Operating Manager 
(Railways), London Transport. gave a 
paper on “The Railway (London) Plan ~ 
to the Metropolitan Section of the Insti- 
tute of Transvort. He reviewed the rail 
way proposals contained in the County 
of London Plan, 1943. those of the inves- 
tigating committee (the “Inglis Plan’), 
and of the Working Party. In his sum- 
mary he took care to point out that the 
1943 plan was based on the removal of 
Charing Cross, Blackfriars, and Cannon 
Street railway bridges, whereas the Work- 
ing Party had much wider terms of refer 
ence. A review of the plans every five 
years was desirable. Mr. G. F. Sinclair, 
Chief Technical Planning & Supplies 
Officer, London Transport. presiding, won- 
dered whether the original plan had not 
been based on a false hypothesis—the 
assumed ugliness of the bridges and via- 
ducts—and thought that transport itself 
should be the deciding factor. During 
the discussion, in which Mr. V. A. M. 
Robertson, Chief Civil Engineer, Southern 
Region. Mr. W. S. Graff-Baker. Chief 
Mechanical Engineer, Railways, London 
Transport, and Mr. C. F. Klapper. Assis 
tant Editor, Modern Transport, took part. 
points covered included the difficulty of de- 
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signing a multi-tube deep-level intercha;..< 
station, the volume of daily traffic hand od 
satisfactorily at the six platforms at Ch 
Cross terminus, disparity of fares, the 
portance of the diameter of the tubes. «od 
the — possibility of increasing t 
capacity. 


Agreed Charges.—Applications for | \¢ 
approval of 73 further agreed cha: es 
under the provisions of Section 37 of 
Road & Rail Tratlic Act, 1933, have been 
lodged with the Transport Tribu 
Notices of objection must be lodged on 
or before December 13 next. 


Cross-Channel Services.—Commen 
at Easter, 1950, British Railways, So 
ern Region, cross-Channel services from 
Folkestone are to include a car ferry. In 
addition to the Folkestone-Calais d 
passenger service, there will be morning 
and afternoon, or evening, boats to 
Boulogne. 


British Transport Commission Bill 
Application is being made to Parliam 
in the session 1949-50 by the Brit 
Transport Commission for an Act 
obtain powers for various purposes, 
cluding new works; acquisition of lan 
provisions in connection with the increas 
of penalties for avoiding payment 
fares; manufacturing and selling to t 
Ulster Transport Authority spare pa 
and accessories for locomotives and r¢ 
ing stock which have been transferred b 
the Commission to the Authority; and e» 
tension of time for the exercise of vario 
powers. See Parliamentary and Offic 
Notices on page 691. 


Provincial Bus Fares under Privat 
Enterprise—Mr. J. S. Wills, Manag 
Director of the British Electric Tractic 
Co. Ltd., on November 29, called atte 
tion to the statement by the Minister 
Transport in the House of Commons 
November 28, that “charges in the rai 
way industry have increased by only 5 
per cent., which is the lowest percentas 
increase of any service or product of 
major character in the country; during 
this period every other industry has been 
raising its prices.” Mr. Wills points out 
that the provincial omnibus industry 
under private enterprise, with negligible 
exceptions, had made no increases in 
Stage Carriage bus fares over the last 30 
years or more. Moreover, gross passen 
ger receipts from the unnationaiised pro 
vincial omnibus industry during 1948 
were £128 million, compared with £122 
million from British Railways. 





Standard Coach Routes in the Metro- 
politan Traffic Area.—Routes to be used 
by motor coaches passing into or through 
London on express services or excursions 
and tours have been given code letters 
and numbers. This is part of a scheme 
prepared by the Licensing Authority for 
Public Service Vehicles for the Metro 
politan Traffic Area to encourage the use 
of less congested roads. There are 20 
standard routes for coaches bound to or 
from London and seven corridor routes 
These have been prepared in conjunction 
with the Commissioner of Police to cover 
all points of interest in London, and at 
the same time avoid heavy-traffic roads 
Details of the scheme, with a man of the 
routes, have been published by _ the 
Ministry of Transport as a supplement to 
* Notices and Proceedings,” No. 516. and 
a copy will be supplied to each operator 
concerned by the appropriate Licensing 
Authority. 
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PARLIAMENTARY AND OFFICIAL NOTICES 


» PARLIAMENT 
SESSION 1949-50 


BRITISH TRANSPORT COMMISSION 


*, OTICE is hereby given that the British Trans- 
* port Commission have made application to 
liament for leave to introduce a Bill under the 
we short title 
\ notice containing a concise summary of the 
rposes of the Bill has been or will be published in 
e Times newspaper of December | and 8, 1949 
And notice is hereby further given that on ot 
fore the 19th day of November, 1949, plans and 
tiond relating to the intended works and plans of 
lands which may be taken or used compulsorily 
th a book of reference to such plans were de- 
sited for public inspection as follows (that is to 
y) 


As regards works and lands in the County of 
amorgan with the Clerk of the County Council 
that County at his office at Cardiff; as regards 
wks and lands in the North Riding of the County 
York with the Clerk of the County Council of 
hat County at his office at Northallerton: as_ re- 
rds works and lands in the County of Chester 
th the Clerk of the County Council of that 
sunty at his office at Chester; as regards works 
id lands in the County of Middlesex with the 
erk of the County Council of that County at his 
i at the Guildhall, Westminster, S.W.1; as 
gards works and lands in the County of London 
th the Clerk of the London County Council at his 
fice at the County’ Hall Westminster Bridge 
Ss E.1: as regards works and lands in the County of 
ssex with the Clerk of the County Council of that 
County at his office at Chelmsford: as regards works 
id lands in the City and County Borough of Not 
igham with the Town Clerk of that Borough at 
s office at Nottingham: as regards lands in the 
yunty of Stafford with the Clerk of the County 
uncil of that County at his office at Stafford 
s regards lands in the County of Devon with 
erk of the County Council of that County at 
ffice at Exeter; as regards lands in the County 
jloucester with the Clerk of the County Council of 
at County at his office at Gloucester; and as re 
ards lands in the County of Surrey with the Clerk 
the County Council of that County at his office 
Kingston-upon-Thames 
And that copies of so much of the said plans 
tions and book of reference as relates to each 
the several areas hereinafter mentioned in or 
1rough which the said intended works are proposed 
» be made or lands are situate were on or before 
e said 19th day of November deposited for public 
spection as follows (that is to say) 


t 


As relates to any metropolitan or non-county 
sxough with the Town Clerk of such borough at 
s office: as relates to any urban district or rural 
strict with the Clerk of the district council of such 
strict at his office and as relates to any parish 
th the Clerk of the parish council of such parish 
his office. or if he has no office at his residence 
\ copy of the Bill may be inspected and copies 
ereof obtained at the price of two shillings for 
h copy at the undermentioned offices, at the 
fice of the Solicitor (Scottish Region), Railway 
Executive, at 23, Waterloo Place, Edinburgh, at the 
Secretary's Office of the Ulster Transport Authority, 
Linenhall Street, Belfast. and at the station- 
naster’s Office at the llowing railway stations 
Cardiff (Queen Street), Hull (Paragon), Leeds (City), 
Thornaby, Nottingham (L.M.R.), Chester (General) 
Epsom, Stafford. Exeter (St. Davids), Blockiey, 
Laindon, St Albans (City) Abergele, Coventry 
Southampton (Central) Folkestone (Central) 
Leicester (Central), and Fleetwood, and at the book 
ig office at Wembley Park and Amersham stations 
f the London Transport Executive 
Dated this 6th day of December, 1949 
MILES BEEVOR 
4, Cowley Street, 
Westminster, $.W.1 
Chief Secretary 
M. H. B. GILMOUR 
4, Cowley Street 
Westminster, S.W 
Chief Solicitor 
SHERWOOD & CO 
St. Stephen's House 
Victoria Embankment 
Westminster, S.W.1 
Parliamentary Agents 








I OCOMOTIVE DRAUGHTSMEN required for 
4 electric locomotive design Experience of elec- 


tric or diesel-electric locomotives not essential Per- 
Nanent position with good prospects for suitable 
applicants Pension scheme Apply in. writing 
stating age. qualifications, and previous experience 
if any), marking envelopes ** Loco.”’ to: PERSONNE! 
MANAGER, METROPOLITAN-VICKERS Etectricar C¢ 


Lrp., Trafford Park, Manchester, 1 


STATION DESIGN A striking example of modern 

British practice at the important wayside station 
f Luton Reprinted from The Railway Gazette 
July 7, 1944 Price Is Post free 1s. 2d The 
Railway Gazette, 33, Tothill Street, London, S.W.! 


THE WORK OF THE RAILWAY CLEARING 

HOUSE, 1842-1942 An account of the de- 
velopment and extent of the activities of this famous 
British railway institution. Paper 94 in. by 6 in 
24 pp. Illustrations. 2s. 6d. By post 2s. 8d. The 
Railway Gazette, 33, Tothill Street, London, S.W.1, 





Crown Agents for the Colonies 


RAUGHTSMAN (CIVIL ENGINEERING) re- 
quired by Nigerian Government Railway 
Capital Works, for one tour of 18 to 24 months 
in the first instance Fixed basic salary according 
to age and experience between 660 and £970 a year 
including expatriation pay Outfit allowance £69 
Free passages Candidates must have at least five 
years’ experience in drawing office of a Civil Engi- 
neering Railway Department (or Consulting Engi- 
neers or Contractors with practice in railway work) 
Knowledge of design and construction details of 
civil engineering structures and railway track work 
is required, including ability to take off quantitics 
prepare estimates and draft general specifications 
Apply at once by letter, stating age, whether mar- 
ried or single, and ful! particulars of qualifications 
ind experience, and mentioning this paper, to the 
CROWN AGENTS FOR THE COLONIES, 4, Millbank. 
London, S.W.1, quoting M/N/17417 GA) on both 


letter and envelope The Crown Agents cannot 
undertake to acknowledge all applications and will 
communicate only with iprficants selected for 


further consideration 


Crown Agents for the Colonies 


A SSISI ANT ESTABLISHMENT OFFICER. re- 
i quired by the Government of Nigeria for the 
Railway Department for one tour of 18-24 months 


with prospect of permanency Salary according to 
qualifications and experience in scale £660 rising t 
£970 a year, including expatriation§ pay Outfit 
allowance t60 Free passages and liberal Jeave on 


full salary Candidates not over 35 must be 
educated to matriculation standard and have had 
experience in dealing with staff work in a _ larg 
undertaking Preference will be given to candi- 
dates who hold a B. Comm. or B.Sc. (Econ.) degree 
or who have followed a course of study on per- 
sonnel management or secretarial practice Apply 
at once by letter, stating age, whether married or 
single, and full particulars of qualifications and ex- 
perience, and mentioning this paper. to the CROWN 
AGENTS FOR THE CoLoNntes. 4, Millbank, London 
S.W.1. quoting M/N/24893/3C on both letter and 
envelope The Crown Agents cannot undertake to 
acknowledge all applications and will communicate 
only with applicants selected for further considera- 





Egyptian Delta Light Railways 
APPOINTMENT OF Cut MECHANICAL ENGINEER 


A PPLICATIONS are invited for the post. of 
‘ Chief Mechanical Engineer to the t 
Administration Only those candidates w be 
consider who have had a good training in Loco- 
motive Workshops and who possess a sound theo- 








retical and practical knowledge of high-speed dicsel 
engine construction, maintenance and running Pre- 
ference will be given to apolicants having adminis- 
trative experience in transport organisation Candi- 


dates must be corporate members of the Institution 
of Mechanical Engineers and/or the Institution of 


Locomotive Engineers They should be between 
40 and 45 years of age Salary £1,000 and upwards 
according to qualifications and = experience For 


further particulars apply in writing to THE AGENT 
EGyptiaN Detta Licgut Rattways, 214. Gresham 
House. Old Broad Street. London, E.C.2, stating 
age and giving full particulars of qualifications and 
experience 


W ANTED.—Railway Gazette, September 27, 1940 
March 14 1941, and Index Vol 74 
STEFFENSEN, Ehlersvej} 8, Hellerup, Denmark 


A PROFESSIONAL Institute for Executives in 
5 local Railway and Transport service (Adminis- 
trative and Technical—Fellows (F.Inst.Ex.O.—F.Inst 
Ex.E.) and Associates (A Inst. Ex.O \.Inst.Ex.E.)) 
Particulars regarding admission and membership on 
request from The Secretary 241 Bristol Road, 
Birmingham, 5 


S ENTOR and Junior Draughtsmen required, with 

experience in the design of diesel-electric locomo- 
tives Men with sound steam and/or electric tra 
tion experience will be considered 
bogie design would be an advant 
ticulars of training, experience Si 
Box 545. The Railway Gazette 
London, S.W.1 





Experience 

Reply fr 
ry required 
Tothill Street 












BRITISH WORK ON PERSIAN R AILWAYS 

The achievements and difficulties of the R.Es 
during the 15 months in which they laid the foun- 
dation for effective aid to Russia Reprinted from 
The Railway Gazette, February 2 and 16, 1945 
Price 1s Post free 1s. 2d The Railway Gazette 
33, Tothill Street, London, S.W 


TH! * PAGET LOCOMOTIVE Hitherto un- 

published details of Sir Cecil Paget's heroic 
experiments. Eight single-acting cylinders with rotary 
val tes An application of the principles of the 
Willans central-valve engine to the steam locomotive 
By James Clayton, M.B.E M.1.Mech.f Reprinted 
from The Railway Gazette, November 2. 1945 
Price 2s Post free 2s. 3d The Railway Gazette 
33. Tothill Street, London, S.W.1 


National Transport 
TRANSPORT AcT, 1947, Sec. 82 (1) 
THE Permanent members of the Transport Tri- 

unal, as a Consultative Committee, have been 
requested by the Minister of Transport under the 
provisions of Section 82 of the Transport Act, 1947, 
to advise him on applications which he has re- 
ceived from the British Transport Commission to 
authorise them by regulations under that Section to 
make in respect of certain of the services and facili- 
ties provided on their railways and at their har- 
bours, docks and piers, and on their canals and 
inland waterways, the charges for which are regu- 
lated by Statutory Provisions (as defined in the 
Transport Act, 1947) charges additional to those 
authorised by the said provisions 

The Minister has informed the Committee that he 
regards this matter as one of extreme urgency call- 
ing for the bringing into force of any regulations 
which it may be expedient to make at the earliest 
Possible date, and has requested the Committee to 
appoint a day to hear the appropriate officers of 
the Commission 

The Committee also desire to take into consulta- 
tion Bodies which represent classes of persons who 
use the services or facilities in respect of which 
additional charges are sought to be imposed, and 
also Bodies which, having been constituted for the 
purpose of any scheme for the carrying on, under 
national ownership or control, of any industry or 
Part of an industry or of any undertaking, use the 
said services or facilities. and to hear the repre- 
sentations and views of such Bodies 

The Committee HEREBY GIVE NOTICE THAT 
any such Body desiring to be taken into consul- 
tation should give notice to the Secretary, Transport 
Tribunal Wellington House, 125/130, Strand 
W.C.2, on or before December 12 with (in the case 
of a representative body) particulars of the 
represented and the nature of its authority 

Copies of the said applications of the British 
Transport Commission may be inspected at the 
Office of the Transport Tribunal between the hours 
of 10 and 12 on Saturdays and 10 and 4 on other 
weekdays. 

The general effect thereof is to seek 
to imcrease by 16} per cent. the railway charges 
(other than those for the conveyance of Passengers 
and their luggage) which are regulated by Statu- 
tory Provisions, including charges continued under 
section 34 (2) of the Railways Act, 1921. and 
Agreed Charges, and to introduce a new «© Smalls ** 
scale: and _as regards harbours, docks and piers to 
substitute 50 per cent. and 100 per cent. for the 
existing 25 per cent. and 75 per cent additions 
authorised by Statutory Rules and Orders. 1947 
No. 2014, and as regards canals and inland water- 
Ways to increase by 163 per cent. the rates. tolls 
ind other charges for the time being in operation 
under the statutory provisions regulating the same 

Dated the 30th day of November, 1949 


class 


authority 


Tyne Improvement Commission 


ei HE Tyne Improvement Commissioners invite appli- 

cations from qualified persons for the position 
of Senior Assistant Engineer under their Chief Engi- 
necr. Mr. R. B. Porter. M_I.C.E Applicants must 
be Chartered Civil Engineers with extensive exveri- 
ence in the design and maintenanc of dock and 
harbour works and _ installations The person an- 
Pointed will be responsible to the Chief Engineer 
for the preparation of designs, estimates and 
contract specifications and drawing in connection 
with new works schemes, etc Mechanical experience 
is desirable though not essential Salary £700 ver 
annum rising by annual increments of £25 to £800 
per annum plus War Bonus (at present £65 over 
annum) The person appointed will be subject to 
the provisions of the Commissioners’ Superannua- 
tion Scheme Applicants must not be less than 32 
years of age nor more than 45 years of age on 
January 1, 1950 The person appointed will be re- 
quired to reside in the district and devote himself 
exclusively to the service of the Commissioners 
Applications on a prescribed form, copies of which 
may be obtained from the un‘ersigned, will be re- 
ceived up to January 12, 1950, and should be 
addressed to the Secretary in an envelope endorsed 
‘Senior Assistant Engineer.”” Canvassing will be a 
disqualification By Order, J. K. McCKEeNpRICK. Sec- 
retary Tyne Improvement Commission Offices 
Bewick Street, Newcastle-upon-Tyne, 1 


FU! LY qualified Bogie Designer with experience 

in all forms of locomotive and rolling stock 
bogies, and in particular motor bogies Permanent 
and progressive position to suitable applicant Par- 
ticulars of training and experience with salary re- 
quired to Box 548, The Railway Gazette, 33, Tothill 
Street, London, S.W.1 


[NTERNATIONAL RAILWAY ASSOCIATIONS 
Notes on the work of the various associations 
concerned with International traffic. principally on 
the European Continent. 2s. By post 2s 2d. Th 
Railway Gazette, 33, Tothill Street, London, S.W.1 


None of the vacancies on this page relates to a 
man between the ages of 18 and 50. inclusive. or a 
woman between the ages of 18 and 40, inclusive, 
unless he, or she, is excepted from the provisions of 
the Control of Engagement Order, 1947, or the 
vacancy is for employment excepted from the 
provisions of that Order. 
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Railway Stock Market 


After their recent activity, markets 
turned dull and irregular, taking their cue 
from British Funds which eased after 
announcement of the conversion terms for 
1} per cent. Exchequer Bonds, which were 
closely in line with expectations; the new 
24 per cent. Exchequer Bonds are expected 
to command a small premium when deal- 
ings start, Uncertainty is due to the pos- 
sibility that, because gilt-edged stocks have 
now almost regained pre-devaluation 
levels, the Government broker may not 
support the market unless prices suffer a 
sharp set-back. The authorities may be 
content if British Funds keep around cur- 
rent levels or they may wish them to go 
higher. Higher prices for _ gilt- edged 
would influence industrial shares and most 
other sections of markets. 

Business in foreign and other rails has 
been on a somewhat broader scale though 
with few exceptions price changes were 
small. Canadian Pacifics became more 
active around 27}, the possibility of more 
oil discoveries drawing attention to shares 
of Canadian companies with land interests 
in the oil areas of the Dominion. Calgary 
& Edmonton debentures marked 92, 
Canadian Pacific debentures were active 
up to 96, and the preference stock 65. 
Algoma Central debentures marked 144. 
and Quebec Central capital stock 230, 
while White Pass Yukon 5 per cent. 
debentures were 1644. Canadian securities 
generally received more attention, buying 
by investment trusts being reported. 

United of Havana 1906 debentures have 
been active around 274, awaiting news of 
the take-over. The 4 per cent. debentures 
were 17, the 44 per cent. Cuban Central 
debentures 51, and the 4} per cent 
Western debentures 244. San Paulo Rail- 
way 10s. units strengthened to 15s. on the 
annual report, which, although unable to 
announce progress in negotiating claims 
for further compensation, emphasised that 
in the event of fair and reasonable treat- 
ment the 10s, units should be worth at 
least 20s. when a settlement is reached. 
Leopoldina stocks remained dull awaiting 
share-out terms for the individual stocks 
The ordinary have sold around 84, the 
preference was 263, the 4 per cent. deben- 
tures 87, and the 64 per cent. debentures 


127. Leopoldina Terminal 5 per cent. 
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debentures eased to 974, and the prefer- 
ence £1 units were 2s. 9d. Great Western 
of Brazil ordinary held steady at 135s. 
Antofagasta ordinary and preference have 
been more active around 8 and 454 respec- 
tively. Central Uruguay ordinary eased 
to 10, while Manila “* A” debentures were 
85 and the preference shares 7s. 6d. La 
Guaira Caracas marked 18} and the 5 per 
cent. debentures up to 55. Vera Cruz 
Terminal 44 per cent, debentures were 
414. Taltal shares marked 15s. 3d., and 
Nitrate Rails were 75s. National of 
Mexico 4} per cent. bonds were 214 
British Transport and other nationaliss- 
tion stocks moved closely with other gilt- 
edged, showing fractional declines from 
best levels touched in the past few days. 
Transport 3 per cent. (1978-88) was 14. 
Road transport shares were again steady, 


with Southdown at 122s. 6d.. Scottish 
Motor 82s. 6d., Lancashire Transport 
78s. 6d., and West Riding 68s, B.E.T. 


deferred stock at £1,465 
earlier gain. 

Iron and steel shares turned very quiet, 
those scheduled for nationalisation keep- 
ing well below their official take-over 
valuations; the prevailing view in the City 
was that nationalisation may never 
happen. Brown Bayleys rose to 98s. 9d., 
or within 3d. of their take-over valuation, 
after the news that the company had made 
official application for segregation of its 
non-nationalisation assets, including its 
big interest in Hoffmann Manufacturing. 

Shares of locomotive builders and engi- 
neers have been firm, with North British 
Locomotive 19s. 43d., Beyer Peacock 
19s. 3d., and Vulcan Foundry 26s. 104d. 
Wagon Repairs 5s. shares were 17s. and 
Gloucester Wagon 50s, 6d. G. D. Peters 
Ss. shares marked 15s. 6d. 

Cable & Wireless ordinary stock rose to 
235 in anticipation of a new compensa- 
tion scheme for stockholders, now that the 
directors’ proposals have failed to receive 
adequate support. 


reacted after an 


Mount LYELL MINING AND RAILWAY. 
Dividend for the year ended September 30 
is unchanged at 5 per cent. Net profits 
amounted to £100,323. Accounts for the 
previous year showed a net profit of 
£105,734. 


Traffic Table of Overseas and Foreign Railways 





Traffics for week <= Aggregate traffics to date 
| vo 
Miles Week | 3 Total 
Railways open ended Total Inc. or dec. ° Increase or 
s cace compared ° 1948/49 decrease 
tnis year with 1947/48 | Z 
£ £ £ 
© Antofagasta... gil 27.11.49 85,970 15,080 47 3,188,550 551,330 
= (Costa Rica ... RS 281 Sept., 1949 30,929 3,154 13 102,621 8,998 
2 | Dorada , 70 Oct., 1949 31,848 908 43 296,878 23,637 
§ Inter. Cel. Amer 794 Sept., 1949 $929,624 $15,705 39 $9,530,893 $584,055 
— | La Guaira 222 Nov., 1949 $108,378 $1,458 48 $1,167,360 $9,007 
£ | Nitrate 382 30.11.49 20,697 6,281 48 423,988 138,278 
&¢ Paraguay Cent. 274 25.11.49 4140,30! @20,188 2! £3,006,385 7 864,415 
Ps) Peru Corp. 1,050 Ocr., 1949 $6,027,368 $2,232,327 18 — $20,516,458 $5,992,127 
& a (Bolivian 66 Oct., 1949 Bs.11,056,894 Bs. 466,599 18 Bs. 40,946,164 Bs.6,375,019 
Section) 
= | Salvador ; 100 Aug., 1949 c81,000 cl,000 9 c173,000 c8,000 
d \ Talal 154 Oct., 1949 15,870 7,900 18 45,070 13,340 
% United of Havana 1,301 11.6.49 $231,311 $14,746 49 $13,733,928 $4,659,951 
if 
3 } Canadian Nationalt 23,473 Oct., 1949 15,116,000 514,000 43 136,964,000 3,152,000 
e) Canadian Pacifict 17,937 Oct. 1949 11,084,000 400,000 43 100,323,000 3,643,000 
5 | 
Barsi Light* 167 Oct., 1949 27,240 637 30 206,347 24,652 
Egyptian Delta ; 607 31.10.49 21,874 5,055 31 385,264 12,682 
« | Gold Coast ; 536 Oct., 1949 217,578 497 32 1,625,728 213,529 
3 Mid. of W.Australia 277 Sept., 1949 31,775 2,186 13 81,475 771 
© | Nigeria . . 1,900 Sept., 1949 485,713 73,445 25 2,703,823 86,332 
> | South Africa 13,347 5.11.49 1,481,695 100,195 31 46,451,491 4,703,704 
Victoria 4,744 July, 1949 987,736 320,973 4 


* Receipts are calculated @ Is. 64. to the rupee 


+ Calculated at $3 to £1 


December 9, 1949 


Forthcoming Meetings 


December 9 (Fri.).—Institution of Raily 
Signal Engineers, at the Institution 
Electrical Engineers, Savoy Pla 
London, W.C.2, at 6 p.m. “ Sp 
Control Signalling for Close Hé 
way Working,” by Mr. W. Owen 

December 9 (Fri.).—Railway Club, 
Fetter Lane, London, E.C.4, at 7 p 
‘Reminiscences of the Midland 
Great Northern Joint Railway.” 
Mr. A, J. Wrottesley. 

December 9 (Fri.).—Institution of Rail 
Signal Engineers, in the Lon 
Transport Executive Signal Sch 
Earls Court Station, London, S.W 
at 6.15 p.m. * Electrical 
Mechanical Interlocking,” by \ 
W. H. Such. 

December 12 (Mon.).—Stephenson Loc 


motive Society, 32, Russell Ri 
Kensington, London, W.14, at ¢ 
p.m, “Railways of South Wale 


by Mr. D. S. Barrie, Public Relatio 
Officer, Railway Executive. 
December 12 (Mon.).—Institute of Tra 
port, at the Jarvis Hall (RIBA). ¢ 
Portland Place, London, W.1, at 5.45 


p.m. Henry Spurrier Memorial L¢ 
ture. ‘The Commercial Vebhic!: 
Tyre and Its Contribution to Roa 


by Mr. H. Shankland 

(Wed.).—Institution 

Engineers, at the Ins 
tution of Mechanical Engineer 
Storey’s Gate, London, S.W.1, at 5.3 
p.m. “Lightweight Railway Rolli 
Stock,” by Herr E. Kreissig. 

December 14 (Wed.)—Railway Student 
Association, London School 
Economics & Political Science 
Houghton Street, Aldwych, Londo 
W.C.2, at 6 p.m. “Accounting an 
Financial Structure of the Britis 
Transport Commission,” by ™M 
R. H. Wilson, Comptroller, Britis 
Transport Commission. 

December 14 (Wed.).—Permanent Wa 
Institution, London Section, Deniso 
House, 296, Vauxhall Bridge Road 
London, S.W.1, at 6.30 p.m. “TI 
Development of Underground Trans 
port,” by Mr. A. Reid. 

December 14 (Wed.).—Scottish 
ing Students’ Association, 
stitution of Engineers 
builders in Scotland, 39, 
Crescent, Glasgow, at 7.30. p.n 
“Marine and Industrial Gas Tur 
bines,” by Dr. J. C. Murray. 

December 15 (Thw.).—British Railways 
Western Region. London Lecture & 


Transport,” 
December 14 
Locomotive 


Engineer: 
at the In 
& Ship 
Elmbantk 


Debating Society, in the Clerks 
Dining Club, Bishop's Bridge Road 
Paddington, at 5.45 p.m. “ Railwa 
Telecommunications,” by Mr. C. A 
Browne. 

PERUVIAN CORPORATION.—The_ consoli 


dated revenue of the corporation and its 
subsidiaries for the year to June 30 
amounted to £2,607,140 as compared with 
£2,161,816 in the previous year. Working 
expenses, social service obligations, etc 
rose to  £2.554.539, compared wit! 
£2.099,350, leaving a balance of £52,601 
compared with £62.466 last year. After 
transfer from reserve to meet compensa 
tion liability accrued but not yet payable, 
the sum available for debenture service is 
£129,346, plus £68.566 brought forward 
from last year. After debiting £460,368 
for the debenture service and income tax 
the debit carried forward is increased by 
£331,022. 


